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FOREWORD

The Army Research Institute Field Unit at Fort Rucker, Alabama, has
the mission of providing timely research and development support in air-
crew training for the U. S. Army Aviation Center. Research and development
is conducted in-house, augmented by contract research as required. This
research report documents contract work performed as a part of the Field
Unit's Flight Simulation Task.

The entire program of aviation training research and development is
responsive to the requirements of RDT&E Project 2Q263774A#72, Aircrew
Performance Enhancement in the Tactical Environment, and 'to the U.S.
Army Aviation Center, Fort Rucker, Alabama.
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EXECUTIVE SUMMARY

The purpose of the project was to design an automated performance
measurenent and grading system for instrument flight in UH-1 flight
simulators (UH1FS). A survey and analysis was conducted of the hardware and
software architecture of the UH1FS and the Basic and Advanced Instrument
profiles used for instrument flight training. This was followed by the
development of the design requirements for an automated performance
measurement system which produces a composite maneuver grade and diagnostic
error messages., Software implementation design requirements also were
produced. The following is a summary of the work performed and the key
characteristics of the automated performance measurement and grading system.

REQUIREMENTS

Three major requirements were stated for the work: (1) the measurement
system must be capable of implementation in the UH1FS without additional
hardware and with minimum changes to the existing software; (2) a minimum
number of measures were to be used consistent with providing a grade and
diagnostics; and (3) the performance measurement system was to be designed
for use with the automated Basic and Advanced Instrument maneuvers imple-
mented in the UHI1FS,

WORK TASKS PERFORMED

Review

Flight performance measurement systems in general, Initial Entry
Rotary Wing (IERW) instrument training curricula, required performance
criteria, and the current flight grading system were reviewed. The maneuvers
themselves were reviewed principally by flying through the maneuver several
times and examining the auto-briefing voice transcripts.

Maneuver Analysis

One Basic Instrument and five Advanced Instrument maneuvers were
selected for subjects of the performance measurement system. These maneuvers
are: (1) Climbing and Descending Turns; (2) NDB Approach; (3) VOR Approach;
(4) ILS Approach; (5) Localizer Backcourse Approach; and (6) Holding at
Intersection, By analysis, each maneuver was divided into several segments |
based on selecting distinctive points in the maneuver profile whera the
performance requirements changed significantly. In consultation with
subject matter experts (SMEs), the performance requirements and common errors
for each segment were determined. These served as the basis for development
of the performance measures,

il s
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Performance Measurement Development

Performance measures, and associated start-stop logic conditions for
measurement, were developed for each of the six maneuvers., The candidate .
measures and the start-stop logic conditions were then reduced and consoli-
dated to a common group which were applicable to the six maneuvers,

UHIFS Control Architecture and Analysis

Concurrent with the above tasks, analysis of the UH1FS control hardware
and software was conducted to gain a working knowledge of the simulation
system and its capabilities and limitations relevant to the implementation
of the measurement system,

Grading and Diagnostic System

The grading procedure and diagnostics for the maneuvers were produced.
The principal goal of the grading and diagnostic system development was to
make the grades and diagnostics meaningful and easily understood by students
and rated pilots.

Acceptance Test and Utility Test Plans

The final task was to develop an implementation test plan and a plan
for testing the utility (validity and reliability) of the measurement and
grading system. The acceptance test defines procedures for demonstrating
that the performance measurement system was implemented according to the
design., Utility testing insures that the system, in fact, measures the
2 ability of a pilot to fly instrument maneuvers.

PERFORMANCE GRADING AND MEASUREMENT SYSTEM

Performance Measurement

k. Twenty-two measures were developed which could be applied to the six
i selected maneuvers., The measures fall into three general categories: {
(1) aircraft control; (2) navigation; (3) radio procedures.

Four key features characterize the measure set. First, the variables
measured are the aircraft referenced critical variatles of instrument flight.
The variables are critical because there is a specific requirement for them
to be maintained at a desired value (which may change) throughout the maneuver,
Some examples of the variables and the consequent measures are: airspeed,
trim, altitude, heading, turn rate, VOR tracking, glideslope tracking, and
transmission of radio calls at the proper time. Second, the performance
criteria values for the measures are based on the final criteria for 1
performance expected from a rated Army aviator. Third, three criteria or
tolerance levels were defined for each measure which nominally correspond
to good, average, and poor performance. The second tolerance level divided

2




performance between satisfactory and unsatisfactory as defined by relevant
Army regulations, or in the absence of published criteria, the consensual
opinion of pilot SMEs., Fourth, a performance error is not registered unless
one of the three tolerance levels are exceeded for a specified number of ‘
seconds. Thus, error detection occurs in a manner comparable to that which

a pilot detects errors by reference to his flight instruments; i.e., transient
tolerance violations, promptly corrected, are not considered performance
errors.,

Start-stop logic conditions, which determine when a measure will start
and end, were developed concurrently with the measures. If a start-stop
logic condition 1is not met or the performance of the pilot is extremely
poor, measurement may be erroneous. To safeguard against this possibility,
a set of conditions, called fatal errors, were defined to terminate measure-
ment if violated.

Grading and Diagnostics

The grading system produces a single composite score reflecting the
pilot's overall performance on each of the maneuvers. The maneuver score
will be of use to training managers and allow the pilot to compare his
performance to that of others or his own past performance.

The key characteristic of the grading system, which is a reflection of
the performance measurement technique, is that the score is based on absolute
criteria so that no account is taken of the pilot's past experience or
amount of training received.

The recommended format for the grading system is a six-point numerical
scale ranging from 1 to 6. A score of 1 indicates the worst performance
level, and a score of 6 indicates the best performance level, Grades within
the range of 1 to 3 are considered to reflect degrees of overall unsatis-
factory performance, and grades in the range of 4 to 6 are considered to
reflect degrees of satisfactory performance. This grading system is
compatible with one developed concurrently for inflight performance
assessment,

In addition to providing composite maneuver grades, the system will
produce diagnostic error messages to tell the pilot in clear text the type
of error made and the tolerance level exceeded. A single diagnostic error
message is associated with each of the 22 measures used to assess performance.

The output for the automated performance measurement and grading system
is a printed page that contains (1) header information identifying the pilot,
the date, and the maneuver flown; (2) the maneuver score; and (3) the
diagnostic error messages for each segment of the maneuver.




IMPLEMENTATION

Software implementation design requirements were produced for the
measurement and grading system. It was possible to formulate an imple-
mentation design that is heavily reliant on using single bits (binary
digits) to encode various information elements about the measures, start-stop
logic, criteria and errors committed. The recommended design is extremely

compact and is implementable .n a UHIFS without additional hardware and with
only miror changes in the control software.
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INTRODUCTION

This project was performed under Contract DAHC19-77-C-0008, sponsored
by the US Army Research Institute for the Behavioral and Social Sciences.
The purpose was to develop and design implementation requirements for an
automated performance measurement and grading system for use in the UH-1
Flight Simulator (UHLFS).

The performance measurement and grading system described in this
report will be useful in many ways. It will provide objective performance
data for Army Flight Training Management and training research. It will
provide diagnostic information to the student pilot and his instructor
pilot (IP). The amount of IP time now necessary for evaluation will be
reduced and, consequently, IPs will be able to devote more time to
training.

This report has four chapters. The first chapter is background on
the UH1FS and the approach taken to develop the performance measurement
and grading system design. The second chapter describes the development
of the system design. The third chapter is a general description of the
UH1FS computer control system and the design requirements for the implementa-
tion software. The fourth chapter is a description of test plans, a
statement of requirements for a user handbook, and expansion of the
system to other maneuvers. General conclusions end the chapter. The
specific measurement requirements for six UH1FS instrument maneuvers
are presented in the appendix. £

b sttt ol




¥
CHAPTER I -

UH1FS BACKGROUND AND SUMMARY OF APPROACH
UH-1 FLIGHT SIMULATOR

PHYSICAL ORGANIZATION

The UH1FS (Device 2B24) consists of four cockpits, each mounted on
its own five-degree of freedom motion base controlled by a single computer
system. The appearance and function of cockpit instruments and controls
are identical to the UH-1 helicopter. Currently, the UH1FS is used only
for instrument training and has no external visual system,

Simulated flight can occur within a 100 x 100 mile gaming area which,
at Fort Rucker, is roughly a representation of Southern Alabama and parts
of the adjacent states. All radio navigational aids which exist in the
represented area are included in the simulation.

UH1FS INSTRUMENT FLIGHT TRAINING

The UH1FS may be used in any of three modes, semi-automatic (SEMI-AUTO),
automatic (AUTO), and checkride (CK-RIDE)., In the SEMI-AUTO mode, the
aircraft initially can be placed in any location and altitude within the
gaming area. Using the flight instruments and radio navigational aids, the
aircraft can then be flown anywhere within the gaming area and make instru-
ment approaches to several airfields. In the AUTO mode, one of ten
9 preprogrammed instrument flight maneuvers can be selected for demonstration
k| or practice. Computer controlled voice tapes provide a briefing on the

| flight profile, describe demonstrated maneuvers as they are flown, and
E | alert the pilot to check various flight instruments during practice. In
;| the CK-RIDE mode, the pilot flies a long cross-country trip. There are no
b | voice alerts, but basic variables of flight such as altitude, airspeed, etc.
are recorded for printout at the end of the practice session.

FEEDBACK AND GRADING

A student pilot receives performance feedback from, and is graded by,
his IP. The same procedures are used in the UH1FS as are used in the real
aircraft. As an aid to the student and the IP, CRT displays are located
both in the rear of the cockpit and at the simulator control console. The
displays present a time history of the aircraft ground track, airspeed
and altitude. It is therefore possible for a pilot to review some aspects
of his performance after completion of an instrument maneuver.

7 .
B

In addition to the CRT display performance information is available
on a teletype printer. Average aircraft state data such as airspeed, trim,
heading, etc., can be printed for the entire maneuver. The same information
b | can be printed as a bar graph for a group of students., This information,
. however, is difficult to interpret in a meaningful way and is rarely
referred to by either student pilots or their IPs. The lack of an
adequate automated performance measurement system for the UHIFS is the
primary reason for the present work.

6
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APPROACH

This section describes requirements given for the design of the
UH1FS automated performance measurement and grading system, the principal
working assumptions which guided the development work and the work steps
performed.

REQUIREMENTS

The stated requirements for the automated performance measurement
and grading system are:

1. The system must be specifically applicable to the preplanned
UH1FS instrument maneuvers available in the AUTO mode.

2. The system must provide a single, composite maneuver grade score
for use by training managers.

3. The system must be able to operate within the existing UH1FS
hardware and software structure.

4, The system should produce diagnostic information which is
meaningful to pilots and is clearly presented.

WORKING ASSUMPTIONS f |
This section describes the basic working assumptions about flight
performance measurement that significantlyaffect the character of the

automated performance measurement and grading system.

Final Criterion Based Assessment 3

The primary assumption for the automated performance measurement
and grading system is that instrument flight performance should be
assessed by reference to explicit, public, minimum performance criteria
that must be met to be a qualified Army aviator. In other words, the
quality of instrument flight performance is indicated by the pilot's
ability to control the aircraft, navigate, and perform procedures in the
manner and to the degree specified by Army regulations.

PRNSS——
i

The grade received by a student pilot in Initial Entry Rotary Wing !
(IERW) training will reveal the difference between his current instrument
flight performance and the expected final performance criteria. Under
the present grading system, the amount of training received by a student
pilot is subjectively taken into account by the IP assigning the grade
and, therefore, no indication of progress is possible.

Use of Critical Aircraft State Variables for Measurement

Performance criteria are defined in terms of aircraft state variables
and not pilot behavior. In instrument flight, the pilot is required to
maintain specific aircraft variables such as altitude, heading, airspeed,

7




etc., at some desired value. Measures of pilot behavior such as control
movements or visual scanning of the instruments may be important for

training diagnosis, but they do not directly reveal the ability of the

pilot to control the aircraft, All measures used in the present system

are therefore aircraft referenced and only those variables are measured which
relate directly to the performance criteria.

Use of Tolerance Limits for Error Definition

Criterion for each aircrait state variable consists of two parts, a
desired value and an error tolerance. That is, a pilot cannot maintain
a variable such as altitude without the slightest deviation from the
desired value. It is not sufficient, however, simply to measure the
deviation from the desired value because knowing the deviation is not
the same as knowing that the variable was always within or exceeded some
limit which divides acceptable and unacceptable performance. For the
present system, it was decided that up to three tolerance limits around
the desired value would be specified for each measured variable. By using
multiple tolerance levels, it can be determined not only that performance
was acceptable or unacceptable, but also information on the severity of
the error is provided. Defining error in terms of tolerance levels also
has the advantage of conceptual simplicity and allows a very efficient
implementation.

Validity of Subject Matter Expert (SME) Opinion

The last working assumption is that the consensual opinion of the SMEs
such as standardization instructor pilots and instrument instructor pilots
is a valid source of information for instrument flight performance require-
ments and criteria when published criteria are absent. Throughout the
course of this work, SMEs have been used for this purpose,

TECHNICAL APPROACH

Development of the automated performance measurement system design
involved several work steps. The products of these are deccribed in the
succeeding chapters. This section outlines the project task requirements
and the technical approach to them.

Review

The first task was information gathering on performance measurement, IERW
instrument training curricula, the Basic and Advanced Instrument maneuvers in
the UH1FS, the current inflight and UH1FS grading systems and published
criteria of performance,

Information on flight performance measurement was gathered by review of
the IERW instrument training curricula, the flight grading system, and the

i
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performance criteria were gathered primarily by review of several documents
and consultations with SMEs.1'2'3’ s

The automated Basic and Advanced Instrument maneuvers implemented in the
UHIFS were reviewed primarily by flying through the maneuvers several times,
examining the voice tape transcripts and consultation with UH1FS facility
personnel. A minor amount of information on the UH1FS and the automated
instrument maneuvers is contained in thg Rotary Wing Instrument Guide’
and the UH-1 Flight Simulator Handbook.

Candidate Measure Development

Candidate measures were developed for each of the selected Basic and
Advanced Instrument maneuvers. Each maneuver was considered individually
without reference to the measures selected for the other maneuvers. All
the individual measures were then consolidated to a common group. The
measure selection was based primarily on the performance requirements
developed during the maneuver analysis and the critical variables of interest
in each segment of each. The characteristics of the measures are discussed
fully in the appendix. :

Preliminary Grading and Diagnostics Development

Once the candidate measure set had been developed, attention was given
to the nature and format of the grading and diagnostics which would be
produced by the system. This effort was considered preliminary because its
primary purpose was to determine the approximate scope of the implementa-
tion requirements for the desired output.

UH1FS Hardware and Software Analysis

Concurrently with the first three tasks, an analysis of the UH1FS hardware
and software architecture was conducted. The purpose of this analysis was to

1USAAVNC, Rotary Wing Instrument Guide, Fort Rucker, AL, Feb 1977.

2USAAVNC, DUFT, Rotary Wing Basic Instrument Flight, informal publication,
Fort Rucker, AL, Oct 1976.

3FM 1-5, Instrument Flying and Navigation for Army Aviators, DA, 1976.

“AR 95-63, Army Aviation Standardization and Instrument Program, DA,
1976.

5

DOD Flight Information Publication (Terminal), Low Altitude Instrument
Approach Procedures, Vol. 6, South Central United States, The Defense Mapping
Agency Aerospace Center, St. Louis Air Force Station, MO, 1977,

: 6USAAVNC Regulation 350-16, The Uniform Flight Grading System, (with
changes), DA, 1970.

7op. cit., Ref. 1.

8USAAVNC, UH-1 Flight Simulator Handbook, DA, 1977.

b




'F"“"' — — e - | - e - . 4-n-!u-u-uF--nn!liilllllllll-n-q!

gain a working knowledge of the simulation system, its capabilities and the
limitations relevant to implementation of the automated performance measurement
system and grading. Results of this analysis are discussed in Chapter III.

Maneuver Analysis

A detailed analysis was then conducted of the automated Basic and
Advanced Instrument maneuvers. This analysis required the determination of
the general flight profile, the initial conditions and the exact performance
requirements. Since much of this work involved consultations with SMEs, a list
of common errors committed by student pilots was also compiled. The performance

requirements and the common errors served as a basis for developing candidate -
measures.
Feasibility of Implementation -

Once the scope of the performance measurement system and grading and
diagnostics requirements had been established, it was necessary to establish |
that the physical implementation would be possible. The measurement and |
grading design and the information gained during the analysis of the UH1FS {
control system hardware and software, were used to develop a preliminary
implementation design. Based on the implementation design and the known
characteristics of the UH1FS control system, it was determined that imple-
mentation of the system and the required grading and diagnostic outputs
could be achieved with only minor modifications of the proposed measures, :
This was fortunate, since any major conflict between the performance measure-
ment system requirements and the implementation constraints would require
extensive reworking of the performance measurement design.

Final Determination of Grading and Diagncstics System

Once it was determined that implementation was feasible, the final details
of the grading and diagnostic system were cgmpleted, At this point, a related
project, "Inflight Performance Assessment,"” was nearly complete. The
form of the grading for the system was made compatible with that used
for inflight grading. This compatibility provided uniformity and
continuity between the inflight and automated grading procedures.

The specific diagnostic error messages were also developed at this
time., The primary concern for the diagnostic error messages was that
they be meaningful to, and understood by, student pilots, rated pilots,
and IPs, An output format was designed for the maneuver grade and diagnostics
that was consistent with their intended purpose and the physical constraints
of the UHIFS,

B Acceptance Test and Validity Test Plans

The final task was to develop acceptance test and validity test
1 plans. Also, it became apparent during the course of the work that

9
: Childs, Jerry M. Inflight Performance Assessment, Interim Report,
’ Manned Systems Sciences, Inc., Fort Rucker, AL, 14 November 1977,

: 10




i T

supportive documentation would be necessary to explain the use of the

system. The required contents of a handbook which describes the performance
measurement system, its use, and interpretation of the output are described. |
A brief discussion of utility testing also was developed. i
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. CHAPTER II
DEVELOPMENT OF MEASUREMENT SYSTEM DESIGN

MANEUVER ANALYSIS
MANEUVER SELECTION

Each of the ten automated Basic and Advanced Instrument maneuvers
were reviewed to determine which maneuvers would be suitable for automated
performance measurement. It was decided not to use all maneuvers in the
interest of economy of time and effort, and also to insure that the
implementation requirements would not exceed the practical capacities of
the UHIFS computer system. The selection process was a balance between
providing a sufficient number and type of maneuvers to allow meaningful
performance measurement and restricting the choices to a minimum to
prevent wasted effort in the event implementation did not prove practical,

The maneuvers were reviewed by referemce to the available documentation,lo'll
transcripts of the automatic voice tape maneuver briefings and several
runs through each maneuver in the UH1FS,

Performance measurement requirements were developed for six of the
ten maneuvers. These six maneuvers are: (1) ADF Approach; (2) NDB
Approach; (3) VOR Approach; (4) ILS Approach; (5) Backcourse ILS Approach;
and (6) Holding at an Intersection. The flight profiles and performance
requirements for these six maneuvers are described in the appendix.

Performance measurement requirements were not developed for four of
the maneuvers. The Basic Instrument maneuvers, other than climbing and
descending turns, were excluded because they are too simple for meaningful
performance measurement. The Instrument Takeoff was excluded because of a
reported lack of fidelity of the aircraft handling characteristics
during takeoff. The Cross-Country maneuver was excluded because it
emphasizes emergency procedures and not flight control. The Checkride
maneuver was excluded because of its 1.5-hour length.

MANEUVER SEGMENTATION

The flight profile of each of the six selected maneuvers was diagramed
and analyzed into maneuver segments. Segmentation was based on selecting
distinctive points in the maneuver profile where the performance requirements
changed significantly. Each segment can be categorized as a flight task
with a distinct sub-goal. These characteristics of the segments can be

1oop. cit., Ref, 1

110]). cit.; R.f. 8
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apprecjated by reference to the maneuver descriptions described in the
appendix. On three of the four approach maneuvers, for ezample, the
initial segment is tracking to a fix, either a VOR or NDB beacon. The
second segment is turning to parallel the outbound course and intercepting
the outbound course. Clearly, these are distinctive and meaningful
segments which can be easily understood by the pilot.

Specific performance requirements for each segment of each maneuver
were developed by reference to the applicable publicationslz'13’1A'15’16
and consultation with IPs assigned to the Army Research Institute Field
Unit and standardization pilots assigned to the Instrument Qualification
Division of the Department of Undergraduate Flight Training at Fort
Rucker, Alabama. Concurrently with the development of the performance
requirements, a list of common errors committed by student pilots was
also compiled.

MEASUREMENT AND START-STOP LOGIC DEVELOPMENT
MEASUREMENT DEVELOPMENT

The primary purpose of the measurement system is to produce data on
which to base a grade for instrument flight performance. The secondary
purpose is to provide diagnostic information about performance errors.
The key requirement of the measurement system design is that it be
relatively simple since the UH1FS computer system cannot accommodate an
extensive amount of added software.

The first step in the measurement development process was to establish
the specific critical variables for the six instrument flight maneuvers
and to define allowable-error criteria for them. The critical variables
were determined by analysis of the performance requirements for each
segment of the six maneuvers. Desired values for each critical variable
were established at the same time.

Allowable error tolerances were derived, to the extent possible,
from the Army regulations and IERW training publicatians. Since performance
:riteria were not available for many of the critical variables selected,
‘hese were developed by discussion with SMEs. The error criteria,
‘hether published or recommended by SMEs, defined a threshold separating
atisfactory and unsatisfactory performance. It was decided, however,

12
op«. ¢it., Ref. 1

13op. cit., Ref. 2

14

op. cit., Ref. 3
15

op. cit., Ref. &4
16

op. cit., Ref. 5
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that the measures would be more useful if the performance could be
divided into more categories than satisfactory and unsatisfactory. A
total of three error criteria for each variable was considered sufficient.
This decision was partially influenced by the fact that a concurrent
project for the development of inflight performance assessment me?sures
uses three criteria levels for each of the assessment variables..
Aligning the number of criteria levels of the automated performance
measurement system with those of the inflight performance assessment
system would provide a desirable continuity between the two measurement
techniques.

In using three criteria levels for each variable, it was decided .
that the second or middle criterion level would be cons’dered the nominal |
dividing point for satisfactory and unsatisfactory performance. The
first tolerance level would be more stringent than the second and would, -
therefore, nominally be the criterion for better than average or good
instrument flight performance. The third criterion level would be more
liberal than the second and would therefore be the nominal threshold for
very poor performance.

T T

Performance is measured in this application by a comparison of the
difference between a sampled value and the desired value to the three
tolerance levels. It did not seem reasonable, however, to compare each
single value of the sampled variable to the tolerance criteria to determine
if an error had been committed. Based on several considerations, which
will be described presently, it was decided that for most variables a
four-second running average would be computed and used as the fundamental
datum to be compared to the criteria levels, Additionally, it was :
decided that the running average would have to exceed a tolerance level
for a specified period of time before it would be registered as an
error.

S i "'#ﬁr
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The reasons for adopting this form of error determination are as
follows: First, transient or "'spike'" effects in the data due to either
environmental factors, such as wind or turbulence, or noise in the
instrument and control transducers and the computer itself will be
suppressed by a running average.

dedb .ok
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1 Requiring that a variable exceed a tolerance level for a specific
time was based on consideration of the perceptual and cognitive factors
involved in instrument flight. A pilot cannot be aware of all instrument
indications simultaneously. He adopts a scanning procedure where various
instruments are sampled at various times. Therefore, it is unlikely

that a pilot will notice an instantaneous or momentary departure of a

4 variable from the desired value. Allowing for a certain time-out-of-
tolerance before registering an error gives the pilot the opportunity to
notice and correct the error. Second, if more than one variable is out

Bl

7
op.. cit., Ref. 9
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of tolerance, a pilot, particularly a student pilot, is apt to correct

one variable at a time, although he may be fully cognizant of the additional
out-of-tolerance conditions. Third, the pilot may have actually begun

to correct a noticed error, but due to inertia in the aircraft and time

lags in instruments, the variable may not come within tolerance for

several seconds. .

Taken together, it appeared that the use of a four-second running
average for the critical variables and the use of a time-out-of-tolerance
criteria was a realistic approach to performance measurement and compatible
with the rate at which a human pilot can detect and correct errors.

As will be seen in Chapter III, the use of multiple criteria,
computation of running averages and determining time-out-of-tolerance is
relatively simple to implement.

START-STOP LOGIC DEVELOPMENT

A necessity of any automated flight performance measurement system
is the ability to know when to begin and end the measurement. Not all
measures are applicable throughout the entire course of a maneuver or
the desired value for available change. For example, if an aircraft
holding straight and level at 3000 feet makes a descent to 2000 feet
and again holds straight and level, the initial desired value for altitude
measurement would be 3000 feet; this measure must stop when the descent begins
and the measure of altitude starts again when the aircraft has reached the
new desired value of 2000 feet. This example, detecting the beginning and
end of the descent, is the work of the start-stop logic.

The present automated performance measurement system is designed as
a real-time system., The UH1FS control computer does not have the spare
processing capacity nor peripheral memory for storing the massive amounts
of data that are required to do postflight measurement analysis.

The technique developed in the present study for start-stop logic
definition is a new and somewhat novel approach to the problem. Having
an historical record is a good means of determining the intent behind a
given change in an aircraft variable. It was realized, however, that it
may not be necessary to maintain the historical data for the entire
maneuver. Maintaining only 10 to 15 seconds of historical data on
flight variables may be sufficient to determine whether a change in a

variable was simply a corrective adjustment or the beginning or end of a

major transition. It was decided, therefore, to maintain a 15-second
history of all variables used for either measurement or start-stop logic
definition. When a change in a start-stop logic variable is detected,
the trend of the change is followed for a minimum of 10 seconds. If the
trend is consistent over this period, there is little doubt that a major
state transition is under way.

15




The beginning or end of the measurement segment is defined as the
point where the start-stop variable change first occurred, i.e., 10
seconds in the past. Since the variables for measurement also have been
maintained over the same period of time, it is a simple matter to pick
up or cut off the data entering the measurement stream at the same
point. Basing the start-stcp logic on historical time data rather than
instantaneous real-time data greatly increases the power of single
start-stop logic conditions to detect major state transitions and screen
out minor changes which are either performance errors or corrective
adjustments, .

This near-real-time approach to measurement combines advantages of
both real-time and offline performance analysis. As will be seen in
Chapter III, the implementation of near-real-time measurement and
start-stop logic is extremely economical.

CONSOLIDATION OF MEASUREMENT AND START-STOP LOGIC VARIABLES

The performance measures and start-stop logic were developed independently
for each maneuver. Once this was completed, a consolidated list of the [
measures and start-stop conditions was compiled. The objective of the
consolidation was to minimize the number of unique measures and start-
stop conditions required for the automated performance measurement ;
system, By substitution.and redefinition of some of the measures and
start-stop conditions, it was possible to reduce the number of measured
variables to 22 and the number of start-stop conditions to 16. Some of
the same variables are used for both purposes.

Based on the performance criteria derived from published regulations
and consultation with SMEs, desired values, specific error tolerance
criteria values for three tolerance levels, and the corresponding time
in seconds the variable must be out of tolerance before an error is
registered, were assigned for each measure. The common sets of measures
and start-stop logic conditions were used to restructure the performance
measurement plan for each of the six automated Basic and Advanced Instrument
%. maneuvers.

e

MEASURE DESCRIPTION

| The following is a description of the specific measures used to
' assess instrument flight performance on the six automated Basic and
; Advanced Instrument maneuvers used in the UH1FS. The 22 measures, the
. desired values (when constant), the tolerance levels, the time-out-of-
i tolerance required before an error is registered, and an indication of 3
whether the direction of error (+) will be part of the diagnostic error !
, messages are shown in Table II-1.

The measure name indicates the variable or function that is being
measured. The abbreviation in parentheses and the associated number are
simply for convenience of reference. The desired value for most measures
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TABLE II-1

SUMMARY OF MEASURES

[ MEASURE DESIRED TOLERANCE TIME
VALUE jsmnl
Tol-1 Tol-2 Tol-3 Twl| Tw2 | Tm3
1 | Adirspeed (AS) 90 Knots + 5K + 10K +20K 5155 y
2 | Trim (TR) 0 Ball Width | + .25BW + .SBW + 1BW s{sls|a
3 | Bank Angle (BA) 0° 16° 20° 25° s|s]|s| a
4 | Average Turn Rate (ATR) 3°/sec + .15%Sec| + .3%sec |+ .6%/sec | T|T|T | ¥y
5 | Altitude (ALT) Variable + 50 Ft + 100 Fe + 200 Ft 5 |10 |10 y
6 | Minimum Altitude (MAT) Variable 0 Ft - 20FT - 50 Ft S13515 n
7 Rate of Descent (RD) - 500 FPM + 50 FPM + 100 FPM | + 200 FPM | 5 |10 |10 y
8 | Rate of Climb (RC) + 500 FPM + 50 FPM + 100 FPM | + 200 FPM | 5 10 |10 y
Heading on Rollout ‘- : 5 o
9 (HOR) Variable +5 + 10 + 20 I I 1 n
10 | Heading Tracking (HDT) Variable +5° + 10° + 20° 510 |10 | o
11 | Time (TME) Variable + 5 Sec + 10 Sec + 15 Sec THET Y y
12 | NDB Tracking (NBT) Variable +3° +5° +17° 5 {10 {10 | n
NDB Course Deviation
13 (NCD) 0 Naut. Mi. =+ .052 NM | + .087 NM |+ .123 NM | 5 |10 |10 n
NDB Course Position & o &
14 (NDP) Variable +5 +6 + I]1I
15 | VOR Tracking (VRT) Variable +2° +3° +5° 10 (10
VOR Course Deviation .
16 (VCD) 0 Naut. Mi. + .035 NM | + .052 NM |+ .087 NM | 5 |10 (10 n
VOR Course Position = v >
17 (VCP) Variable +2 +3 +5 I I I n
{ Localizer Tracking o & & &
| 18 | (L2T) 0 +1 +2 +3 5 |10 {10 n
“4 Glideslope Tracking o o 5 &
E | 19 (GST) 0 +.1 + .2 + .3 5 |10 10 y
|
i 20 | VOR Tuning (VTN) Variable INCORRECT I
k| | OMNI Bearing & 5 o
: | J 21 | Setting (OBS) Variable +1 +2 +3 I|I1 ]I | m
b | Radio Call Mike Switch v
1 22 | Transmitted (RCT) Closed NO I n
| St
iv | ‘ 17
| |
a :
; B
4 ’
N ! i
3
£
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is dependent upon the specific requirements for the maneuver segment.
The three tolerance levels, used for all but two measures, indicate,
respectively, the criteria thresholds for nominally good performance,
minimum satisfactory performance and poor performance.

Tolerance level 2 is the important standard. If the pilot can
maintain all variables within tolerance level 2, his performance is
considered satisfactory. Tolerance level 1 and tolerance level 3 values
were determined after tolerance level 2 values had been established in
consultation with SMEs.

The three time values are the times, in seconds, that variables
must exceed the respective tolerance levels to be registered as an
error. For some measures, either a T or an I is shown. The T means
tota)l time and the I means instantaneous value. Under the "Sign" column,
the y indicates that, yes, the direction of error will be shown in the
diagnostic message. The n means, no, the error direction will not be
shown in the diagnostic message. Choosing some measures to show the
sign of the direction of the error rather than doing so for all was a
design compromise in the interest of economy of implementation.

SPECIFIC MEASURES
1. Airspeed

For all maneuvers the pilot is required to maintain 90 knots at
all times. The standard tolerance (tolerance level 2) allows deviations
of plus or minus 10 knots, is well established both in the regulatory
training publications and believed to be reasonable by the SMEs. A very
good pilot probably will maintain his airspeed within 4 knots, and a
very poor pilot may allow his airspeed to vary by 20 knots or more. In
all cases, the airspeed must exceed the respective tolerance level for 5
seconds before an error is registered. The diagnostic error message
will indicate whether the airspeed was above or below 90 knots.

£+ Trim

The desired value for trim is O ball width deviation on the
slip indicator. The tolerance values for trim have not been established.
The SMEs considered it reasonable to expect a pilot to maintain the
aircraft within 1/2 ball width trim at all times. A good pilot will
keep the aircraft trimmed within a 1/4 ball width at all times, and a
poor pilot may at times be one ball width or more out of trim. The time
out of trim before an error is registered is 5 seconds in all cases.
Indicating the direction out of trim was not considered to be a useful
characteristic for the diagnostic error message.




3. Bank Angle

The 0° desired value for bank angle is appropriate only for a
straight and level flight. 1In turns in the UH-1 aircraft, the desired
angle of bank to maintain a standard rate turn is between 14 and 15
degrees, Initially, two bank angle measures were planned, one for
straight and level and one for turning flight. In the interest of
economy, it was reduced to a single measure. Since the pilot cannot
keep the aircraft out of bank for any length of time without turning the
aircraft, which would register as an error on some other measure, the
bank angle measure was considered to be most necessary for turns.

During instrument flight, it should never be necessary for a pilot
to exceed a 20 degree bank. It may be necessary for an average pilot to
exceed 16 degrees of bank in an attempt to make good a 3-degree-per-~
second turn rate over an entire turning maneuver. A very gaod pilot
will hold the proper bank angle for a standard rate turn throughout the
turn, and should never exceed 16 degrees. A poor pilot may induce bank
angles of 25 degrees or more. 1In all cases, the tolerance level must be
exceeded for 5 seconds before an error is registered. It was not con-
sidered necessary to show the direction of the bank error in the diagnostic
message since the error message would appear under a segment for a turn
maneuver where the direction of the turn would be known.

4. Average Turn Rate

All turns during instrument maneuvers are required to be at a
rate of 3 degrees per second. Tolerance values for deviation from this
rate are not well established. The tolerance levels for good, average
and poor performance were chosen to correspond to 5, 10 and 20 percent
of the desired value, respectively. The average turn rate is computed
by dividing total heading change by total turn time. Since the out of
tolerance value is computed at the end of the turn, the time-out-of=-
tolerance values are not applicable. The sign of the deviation from the
desired turn rate will be shown in the diagnostic error message.

5. Altitude

During the course of the maneuvers, the pilot must maintain the
aircraft at various altitudes. Plus or minus 100 feet of altitude is a
well established standard. A good pilot will probably maintain altitude
within 50 feet of the desired value and a poor pilot may allow altitude
to deviate 200 feet or more. According to the SMEs, it is axiomatic
that the very good pilot will not only maintain variables very close to
the desired value, but also quickly correct detected deviations. The
poor pilot, on the other hand, is likely to allow variables to drift
further out of tolerance and remain there for longer periods of time.
Accordingly, only 5 seconds are allowed for altitude to exceed the first
tolerance level before an error is registered. For the second and third
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tolerance levéla. 10 seconds are allowed. The sign of the altitude
error, whether high or low, will be shown in the diagnostic error message.

6. Minimum Altitude

The minimum altitude measure is used for most segments of the -
approach maneuvers, since the DOD FLIP Low Altitude Instrument Approach
Procedures specify a minimum altitude which is never to be violated.

The exact desired value of the minimum altitude is different for different
segments of the maneuvers. Since the minimum altitude is never to be
violated, there is no leeway for the first tolerance level. A pilot

may, however, drift slightly below the minimum altitude, but should
correct quickly. Therefore, a 20-foot error margin has been allowed for
tolerance level 2 and a 50~foot error for tolerance level 3. The time-
out-of-tolerance required before an error is registered is 5 seconds in
all cases. The direction of error in the minimum altitude measure is
implicit and need not be shown in the diagnostic error message.

7. Rate of Descent

IERW student pilots are taught to make all instrument descents
at a rate of 500 feet per minute. The tolerance value for rate of
descent error is not well established. It was the opinion of the SMEs
that maintaining the rate of descent within 100 feet per minute would be
satisfactory. The good pilot will maintain his rate of descent within
50 feet per minute of the desired value, and a poor pilot may allow his
rate of descent to vary from the desired value by more than 200 feet per
minute. The time out of tolerance allowed before an error is registered,
5 seconds for the first tolerance level and 10 seconds for the second
and third, reflects the belief that the good pilot will correct a noticed
error more quickly than the average or poor pilot. The direction of
error will be shown in the diagnostic error message.

8. Rate of Climb

IERW student pilots are taught to make all instrument climbs at
a rate of 500 feet per minute. As with the rate of descent, it was
believed by the SMEs that a deviation of 100 feet per minute or less
from the desired value would be satisfactory. A good pilot will maintain
the desired rate of climb within 50 feet per minute, and a poor pilot
may allow his rate of climb to deviate by 200 feet per minute or more.
The time out of tolerance is the same as for rate of descent,

9. Heading on Rollout

This measure is used primarily at the termination of the inbound
procedure turn of the approach maneuvers, where the pilot is required to
roll out on the inbound heading. The exact heading depends on the
particular maneuver. A heading deviation of plus or minus
10 degrees is a well established tolerance value for maintenance of
heading. The SMEs believe that a good pilot will arrive at the correct
heading on rollout within 5 degrees, and a poor pilot may be off by 20
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degrees or more. The measure is made at the instant the aircraft becomes
straight and level. Accordingly, the error is based on the instantaneous
value of heading. The direction of the heading error will not be shown
in the diagnostic error message.

10. Heading Tracking

During various segments of the maneuvers, the pilot is required
to track a gyro compass heading. The exact heading is dependent upon
the requirements of the particular segments of the maneuver. A 10-
degree heading error is a well established standard tolerance. SMEs
believe that a good pilot will maintain heading with 5 degrees, and a
very poor pilot may allow his heading to drift by 20 degrees or more.
The time-out-of-tolerance allowed before an error is registered reflects
the belief that a good pilot will correct slight deviations quickly,
while an average or poor pilot will maintain an error longer before
correcting. The sign of the heading error will not be shown in the
diagnostic error message.

11. Time

All of the maneuvers have time requirements in one or more
segments. For example, all final approach segments of the nonprecision
approach maneuvers have specified times from the final approach fix
before a missed approach procedure must be executed. The time required
depends on a particular segment of the maneuvers. A time tolerance is
not well established. It was believed by the SMEs that the average
pilot will time accurately within plus or minus 10 seconds. A good
pilot should make his time good within 5 seconds, and a poor pilot may
have a time error of 15 seconds or more. Since time is the basis for
this measure, it is cumulative over the entire measurement segment and
the T in the time-out-of-tolerance column reflects that total time is
considered. The sign of the time error, whether too long or too short,
will be shown in the diagnostic error message.

12, NDB Tracking

NDB tracking measures the ability of the pilot to maintain a
course by reference to the ADF needle. The desired value for the NDB
tracking depends on the segment of the NDB approach maneuver. SMEs
consider 5 degrees or less tracking error to be satisfactory., A good
pilot should maintain his track within 3 degrees, and a very poor pilot
may allow his track to deviate by 7 degrees or more. The time out of
tolerance allowed before an error is registered reflects the belief that
a good pilot will correct a detected error more quickly than the average
or poor pilot. The sign of the error will not be shown in the diagnostic
error message. It is important to note that the NDB tracking measure is
applicable only when the aircraft is one nautical mile or more from the
NDB. Nearer than one nautical mile the convergence of the course radials
is so rapid that an angular reference for a tolerance value cannot be
used.
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13. NDB Course Deviation

The NDB course deviation is the analog of the NDB tracking
measure and is applied only when the aircraft is within one nautical
mile of the NDB. Within this range, the aviator should be tracking the
course heading indicated by the gyro compass rather than the ADF needle.
The desired value is O nautical mile laterally with reference to the
desired course. The tolerance values in nautical miles are the distance
equivalents of 3, 5, and 7 degrees at one nautical mile from the NDB.
The time out of tolerance allowed is the same as that for the NDB tracking
measure. The sign of the measure is not shown in the diagnostic error
message.

14. NDB Course Position

The NDB course position measure is used in the NDB approach
problem when the aircraft rolls out on the inbound course, The tolerance
values are larger than those for NDB tracking, since the loop antenna
loses directional accuracy when the aircraft is banked. There is no
well established criteria for angular error when rolling out on a course
by reference to the ADF needle. The SMEs believe that rolling out
within 6 degrees of the desired course or less is satisfactory. A good
pilot should be able to roll out within 5 degrees of a desired course,
and a poor pilot may be in error by 7 degrees or more. The measure is
made at the instant the aircraft becomes straight and level, and, therefore,
no time tolerance is allowed. The sign of the error will not be shown
in the diagnostic error message.

15. VOR Tracking

VOR tracking is a measure of the pilot's ability to track a
VOR course by reference to the course deviation indicator (CDI) needle.
This measure is a direct analog of the NDB tracking measure. The tolerance
levels are more stringent since the CDI is more sensitive than the ADF
needle. The tolerance levels are 2, 3, and 5 degrees, respectively.
The time out of tolerance allowable before an error is registered is 5
seconds for the first tolerance level and 10 seconds for the second and
third. The direction of the error will not be shown in the diagnostic
error message. The VOR tracking measure is used only when the aircraft
is at a distance of one nautical mile or more from the VOR. Within one
nautical mile, the radials converge so rapidly that it is not possible
to navigate accurately by reference to the CDI. At one nautical mile or
less, the aviator should maintain the correct course heading by reference
to his gyro compass.

16. VOR Course Deviation

The VOR course deviation measure is a direct analog of the NDB
course deviation measure. It is used only when the aircraft is within
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one nautical mile of the VOR. The three tolerance levels in nautical

miles are equivalent to angular deviations of 2, 3, and 5 degrees respectively
at one nautical mile from the VOR. The time-out-of-tolerance allowable

before an error is registered is 5 seconds for the first tolerance level

and 10 seconds for the second and third. The sign of the error will not

be known in the diagnostic error message.

17. VOR Course Position

The VOR course position measure is a direct analog of the NDB
course position measure. It is used in the VOR approach maneuver to
determine the aircraft position relative to the desired inbound course
when the aircraft rolls out of the inbound procedure turn. Because the
VOR receiver is not sensitive to the bank of the aircraft, the tolerance
values are the same as those used for the VOR tracking measure. Since
the measure is made the instant the aircraft becomes straight and level,
the time-out-of-tolerance allowed is not applicable. The sign of the
error will not be shown in the diagnostic error message.

18, Localizer Tracking

Localizer tracking measures the ability of the pilot to remain
on the localizer course for the ILS approach and localizer backcourse
approach maneuvers., When coupled to the ILS, the CDI is twice as sensitive
as it is for VOR tracking. Localizer tracking is always relative to the
particular localizer course and, therefore, O degrees deviation is the
desired value. The tolerance value for localizer tracking is not well
established. SMEs believe that the average pilot should be able to

| maintain the aircraft within two degrees of the course line. A good

| pilot probably will maintain the aircraft within one degree, and a poor
3 pilot may allow the aircraft to deviate by three degrees or more from
. ]

|

the course line. The time-out-of-tolerance allowable before an error is
registered is 5 seconds for the first tolerance level and 10 seconds for
the second and third. The time-out~of-tolerance allowed before an error
is registered reflects the belief that a good pilot will notice the
error and make corrections more quickly than the average or poor pilot.
The direction of the error will not be shuwn in the diagnostic error

! , message. The localizer tracking measure is used only while the aircraft
| is one nautical mile or more from the localizer transmitter.

19. Glideslope Tracking

Glideslope tracking is a vertical analog of localizer tracking,
and is used only in the final approach segment of the ILS approach
maneuver., The desired value for the glideslope is always relative to
the beam and is therefore 0 degrees. The glideslope indicator needle is
10 times as sensitive as the localizer CDI. A performance criteria for




glideslope tracking is not well established. SMEs believe that maintaining 4
a glideslope course within .2 degrees is satisfactory. A good pilot

probably will maintain the glideslope course within .1 degree, and a

poor pilot may allow the aircraft to drift off the glideslope by .3 E
degree or more. The time-out-of-tolerance allowable before an error is

registered is 5 seconds for the first tolerance level and 10 seconds for

the second and third. The time-out-of-tolerance allowed before an error

is registered is a reflection of the fact that a good pilot is likely to

notice and correct an error more quickly than the average or poor pilot.

Because of the importance of glideslope error, particularly being below

glideslope, the sign of the error for glideslope tracking will be shown

in the diagnostic error message.

20. VOR Tuning

The pilot is required to retune his VOR radios during various
segments of the maneuvers. Since radio communication is an important
part of the instrument navigational procedures, this measure determines
if the VOR has been tuned correctly at the proper time. Because of the
nature of the measure, there is no tolerance value. The radio is either ;
tuned correctly or it is not. Time-out-of-tolerance is not applicable
to this measure. The radio frequency is sampled continuously during the
appropriate period to determine if the pilot has correctly tuned the
radio. The diagnostic error message does not indicate the direction of
error of the tuning.

21. OMNI Bearing Setting s

has adjusted the OMNI bearing selector (OBS) to the desired radial. It
is basically a measure of precision. A criteria for accuracy of setting
the OBS is not well established. SMEs believe that setting the OBS
within two degrees of the desired radial is satisfactory. A good pilot
will probably set the OBS within one degree of the desired radial and a
poor pilot may be in error by 3 degrees or more. Time-out-of-tolerance
is not applicable to this measure, and the OBS setting is sampled once
at the appropriate time. The direction of the error is not shown in the
diagnostic error message.

|
|
!
| The OMNI bearing setting measure determines whether the pilot
i
|

22. Radio Call Transmitted

This measure determines whether the pilot has made the required
radio calls at the appropriate times. The measure is not dependent on
the accuracy of the information transmitted but simply whether the
aviator has closed the microphone switch for one second or more. Nc
tolerance value is applicable. Either the radio call was made within
the appropriate time frame or it was not. Time-out-of-tolerance also is
not applicable to this measure. The microphone switch is sampled continuously
within a specified time frame. Direction of error is not applicable to
this measure and is not part of the diagnostic error message.
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The above 22 measures can be considered to fall into three general
categories: (1) aircraft control; (2) navigation; and (3) radio procedures.
The first 8 measures--Airspeed, Trim, Bank Angle, Average Turn Rate,
Altitude, Minimum Altitude, Rate of Descent and Rate of Climb--are
generally directed at basic aircraft control. The categorization is not
perfect since it can be argued that the Altitude and Minimum Altitude
measures are related to navigation and that the Heading Tracking measure
should be regarded as part of basic aircraft control. Heading on Rollout,
Heading Tracking, Time, NDB Tracking, NDB Course Deviation, NDB Course
Position, VOR Tracking, VOR Course Deviation, VOR Course Position,
Localizer Tracking and Glideslope Tracking relate basically to navigation.
VOR Tuning, OMNI Bearing Setting and Radio Call Transmitted are all
measures of radio procedures. The grading system, to be described later
does not distinguish among these sets of measures for purposes of producing
a score. In terms of interpreting the diagnostics, however, they may
provide a useful organizing concept for determining the relative strengths
and weaknesses of the pilot's instrument flying ability.

IMPLEMENTATION CONSIDERATIONS

For the measures described above, it has been assumed that each
variable being measured is sampled at a rate of one per second. Since
these are all aircraft-related variables, they do not change at a rapid
rate and one per second is considered an adequate sampling for measurement
purposes. A four-second running average value has been specified for
all the measurement variables. Upon implementation, it may turn out
that this running average time changes too slowly to be useful. If this
is the case, it should be a simple matter to change the running average
time or the computational nature of the running average value.

Many of the tolerance and time-out-of-tolerance values are not well
established, but are based on the considered opinions of the SMEs. It
may turn out, once the system is implemented, that they are either too
stringent or too liberal. Empirical testing of the measures will quickly
determine their suitability. Since they will be organized as a single
table, it will be a relatively simple matter to change them to more
suitable values.

START-STOP LOGIC CONDITIONS

Sixteen start-stop logic conditions are used to begin and end
measurement in the six automated Basic and Advanced Instrument maneuvers
implemented in the UHIFS. The start-stop conditions are used in a
sequential manner. That is, a single condition starts or stops a measurement
segment. Measurement segments should be distinguished from maneuver
segments. A maneuver segment is a portion of an instrument maneuver
with a particular task goal and begins and ends with a major transition
in one or more aircraft variable. A measurement segment is a sub-portion
of a maneuver segment during which time one or more variables are measured.
The following is a short discussion of each measurement start-stop logic
condition.
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1. START

This is the beginning of each maneuver. The pilot or IP presses
the UNFREEZE or CONTINUE button in the UH1FS cockpit.

2. CPS

Many of the measurement segments begin on the same condition
that ended the previous segment. CPS stands for Close of Previous
Segment and is used extensively in the measurement sequences outlined in
the appendix.

3. RTR

Aircraft turns to the right. This condition is triggered when
the running four-second average of turn rate is greater than or equal to
2°/second to the right.

4. LTR ;
Aircraft turns to the left. This condition, like the right
turn, is triggered when the running four-second average turn rate to the

left is greater than or equal to 2°/second.

50 SL .

Aircraft is straight and level. This condition always terminates
a measurement segment begun by either a right or a left turn. It is
triggered when the four-second running average turn rate is less than 4
.5°/second.

6. ACF-1

| Aircraft is one nautical mile from a stated or understood fix,

: either a radio beacon or an intersection. It is triggered at any time ]
. the aircraft crosses, in either direction, the circle around the fix one

nautical mile in diameter.

7. CCL-x°

Aircraft crosses the x° course line at a fix. The reciprocal
course line extension is understood. This condition is used to detect
when the aircraft passes over or is adjacent to a given fix.

8. ACD-x
Aircraft is x nautical miles lateral distance or less from a

stated or understood course line, usually defined by a radial from radio
fix. The aircraft always will be moving toward the course line.
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9. TIM-x

et (mw

Time period x, in seconds, has elapsed. This condition is
usually used to provide a buffer of time between the end of one measure-
ment segment and the beginning of another.

e ——

10. HDA~x°

Aircraft heading is within plus or minus 5 degrees of x°. The
condition is triggered when the running four-second average of aircraft
heading is within 5 degrees of heading x°.

11. ALTB-x

Aircraft altitude is equal to or below x feet. This condition
is always used when the aircraft is descending. Its usual purpose is to
stop measurement of rate of descent, usually 100 feet above the target
altitude.

12. ALTA-x !

Aircraft altitude is equal to or above x feet. This condition
is triggered when during an ascent, the aircraft altitude equals or | 3
exceeds the designated x altitude. It is usually used to stop a measure- |
ment segment in which rate of climb is being measured. X is normally |
100 feet below the target altitude. |

13. DES J

i

; i Aircraft is descending. This condition triggers when the four-

‘ second running average of vertical airspeed is equal to or greater than
200 feet per minute downward.

! 14. CMB

|
| { i
|
1 Aircraft is climbing. This condition is triggered when the !
% four-second running average vertical airspeed is equal to or greater
' than 200 feet per minute upward.
“ 15. TPC

Torque pressure is equal to or greater than 27 psi. Normal
cruise power is approximately 24 psi. This condition is triggered when
the four-second running average of torque pressure is equal to or greater
than 27 psi. This condition is principally used to terminate measurement
during the final approach segment and to begin measurement during the
missed approach segment.

'J‘ 1 6 . RRF

Aircraft receives radar fix. This condition occurs only once
during the Localizer Backcourse approach. The pilot is informed by
radio that radar has placed him at the point to begin his final approach
descent. 27
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The sixteen measurement start-stop logic conditions are summarized
in Table II-2.

FATAL ERRORS

The sequence of start-stop logic conditions is essentially a means
of tracking the aircraft throughout all portions of the maneuver.
Because of the lack of sophistication of the performance measurement
system, it is not possible to recover measurement capability if the
start-stop conditions are not triggered and, consequently, the track of
the aircraft progress through the maneuver is lost. Alsc, a pilot. may
perform so poorly that he loses control of the aircraft or is unable to
navigate the required profile of the maneuver. In either of these two
cases, performance measurement becomes meaningless and will be terminated.
Termination of measurement is based on violation of certain conditionms.
These conditions are referred to as fatal errors.

There are 8 possible types of fatal errors based on: (1) excessively
high or low airspeed; (2) excessive bank angle; (3) excessive rate of
descent; (4) excessive altitude errors; (5) excessive time within a
maneuver segment; (6) violation of airspace limits; (7) turning in the
wrong direction; and (8) improperly set radio frequencies for beginning
of the maneuver. The first three of these fatal errors have standard
criteria for all maneuvers. That is, if airspeed is less than or equal
to 60 knots or greater than 120 knots during any maneuver, measurement
is terminated. Similarly, a bank angle equal to or in excess of 30
! degrees or a rate of descent equal to or greater than 1000 feet per
4 minute at any time during any maneuver is considered a fatal error. The

i remaining fatal error categories are specific to the particular maneuvers
and the maneuver segments.

b | In the event that a fatal error occurs, scoring of the maneuver

! will not be possible. Diagnostics, however, will be printed out. This
- is discussed further in the next section. The specific fatal errors for
+, each maneuver are shown in the appendix. i

1
GRADING SYSTEM
1,

PURPOSE } 1

The purpose of the grading system is to produce a single composite
score reflecting the pilot's overall performance on each of the Basic
g and Advanced Instrument maneuvers. The maneuver score will be of most
k use to training managers for evaluating individual and group progress
p | through the instrument training phase. It will also allow the individual
Zi student pilot to know his performance capability relative to that of
ti other students or his own past performance.

The key characteristic of the grading system is that the score is
based on absolute criteria. No account is taken of the pilot's past
experience or amount of training received.
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CODE
START
CPS

RTR
LTR
SL

ACF-1

CCL-x°
ACD-x

TIM-x

iiDA-xo
ALTB-x
ALTA-x

DES

TPC

TABLE II-2
SUMMARY OF MEASUREMENT START-STOP LOGIC CONDITIONS
EXPLANATION
Unfreeze or Continue (beginning of maneuver)
Close of previous measurement segment

Right Turn - Running 4-second average of turn rate greater
than 2°/sec to right

Left Turn - Running 4-~second average turn rate greater
than 2°/sec to left

Straight and Level flight; Running 4~second average turn rate
less than .5°/sec

A/C 1 nm from stated or understood fix (beacon or intersection)

Cross course line x at fix (reciprocal extension of course
line understood)

Aircraft distance (x nm) orthogonal to stated or understood
course line

Time period, X seconds

Heading 5 second average x° +5°

Altitude below x feet

Altitude above x feet

Descent VAS more than 200 fpm downward

Climb - VAS greater than 200 fpm upward
Torque pressure for climb greater than 27 psi

Receive radio fix (occurs only during Localizer Backcourse Approach)




CURRENT GRADING SYSTEM

The current grading system, as of November 1977, for instrument
maneuvers is the same in the UH1FS as in the actual aircraft. After
completion of an instructional period, the IP assigns a letter grade--

A, B, C, or U (unsatisfactory)--for performance of a particular maneuver
or series of procedures. The grade is largely based on the IP's judgment,
although there are some explicit performance criteria. In arriving at a
grade, the IP takes into account the amount of training received by the
student. In practice, it has been found that most students predomirately
receive B grades which provide no information for training management
other than the student's performance has been judged by the IP to be
satisfactory. Although a C is defined as satisfactory, in practice it

is considered a poor grade which, along with any U grade, must be explained
by the IP in writing on the daily grade slip. Grades of A are rarely
given.

RECOMMENDED GRADING SYSTEM

In contrast to the above situation, the grading system recommended
for use in the UH1FS, which is compatible with the recommended inflight
grading system1 is based on performance relative to a specific standard
for each aircraft control component of the maneuver, i.e., airspeed,
heading, etc., as discussed previously. The grade is therefore criterion
referenced and objective because the process by which the performance
measures lead to a composite grade is explicit and unambiguous. Since
the standards of performance do not change as a function of training
time, progress toward the final desired proficiency level can be seen by
improvement in the grade. =

The recommended format for the grading system is a six-point numerical
scale ranging from one (1) to six (6). A score of 1 indicates the worst
performance level, and 6 indicates the best performance level. Grades
within the range of 1 to 3 are considered to reflect degrees of unsatisfactory
performance, and grades within the range of 4 to 6 are considered to
reflect degrees of satisfactory performance.

The overall maneuver grade is based on scores determined for each
maneuver segment. Segment scores are derived by determining whether the
measures applied within each segment has exceeded one of the three
tolerance levels described in the previous section. Recall that tolerance
level 2 is considered the dividing line between satisfactory and unsatisfactory
performance. If any measure is in the unsatisfactory range, i.e.,
exceeds tolerance level 2, the segment score will be in the unsatisfactory
range. In turn, if any segment score is in the unsatisfactory range,
the maneuver grade also will be in the unsatisfactory range. How the

18
op. cit., Ref. 9

30




sor

exact segment scores and maneuver grade will be determined within the
satisfactory and unsatisfactory ranges will be described in turn.

SEGMENT SCORES i ]

The segment score within either the satisfactory or unsatisfactory
range is determined by the number of measures that exceed particular
tolerance levels. Within the satisfactory range, i.e., no measures
exceeding tolerance level 2, the number of measures exceeding tolerance
level 1, the most stringent tolerance level, determines the grade.

Withir the unsatisfactory range, the number of measures exceeding tolerance
level 2 or tolerance level 3 determines the segment grade.

Within the satisfactory range a segment score of 6 is assigned if
all the measures are within tolerance level 1. A score of 5 is assigned
if only some measures are within tolerance level 1. A score of 4 is
assigned if all the measures exceed tolerance level 1.

Determination of the se it score within the unsatisfactory range
is also simple. The hi t grade achievable is a 3, which is assigned
if no measure exceed olerance level 3 but some measures exceed tolerance
level 2. A score of 2 is assigned if no measures exceed tolerance
level 3 but all measures exceed tolerance level 2. If one or more ]
measures exceed tolerance level 3, a score of 1 is assigned. Table II-3A i
summarizes the criteria for each segment score.

For ease of understanding, the criteria for a score is expressed as a
score falling within a performance band. A performance band is simply
the range of performance that falls on one side or the other of a tolerance
level. Since there are three tolerance levels, four bands are defined
for which performance is: (1) better than tolerance level one; (2)
between tolerance levels 1 and 2; (3) between tolerance levels 2 and 3;
and (4) worse than tolerance level 3.

MANEUVER GRADES

; Maneuver grades are derived from segment scores in a manner analogous ?
i to the determination of the segment scores. A maneuver grade in the i
satisfactory range (4 - 6) can occur only if all segment scores are 4 or |
above. A grade of 6 is assigned if no segment score is less than 5 and
at least one segment score is 6. A grade of 5 is assigned if no segment
score is less than 4 and at least one segment score is 5 or 6. A grade
of 4 is assigned if all segment scores are 4.

i

:

f A maneuver grade in the unsatisfactory range (1 - 3) can occur only
if all segment scores are 3 or less. A grade of 3 is assigned if no

1 segment score is less than 3. A grade of 2 is assigned if one or more

segment scores is a 2 but none less than 2. A score of 1 is assigned if
any segment score is a 1. Table II-3B summarizes the criteria for each
maneuver grade.
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Table II-3
CRITERIA FCR ASSIGNMENT OF SEGMENT SCORES AND
MANEUVER GRADES BY THE UH1FS AUTOMATED GRADING SYSTEM 1
1
A. SEGMENT SCORING 1
SCORE CRITERION
6 All measures within performance band 1
) Some measures within performance band 2
4 All measures within performance band 2
Satisfactory
----------------- Gn;azigf;c;o;y- Slaanter s ey
3 Some measures within performance band 3
2 All measures within performance band 3
1 One or more measures in performance band 4
B. MANEUVER GRADING
GRADE CRITERION
6 No segment score less than 5; one or more segment scores of 6
5 No segment score less than 4; one or more segment scores of 5 or 6
4 No segment score less than 4
Satisfactory
""""""""" Mmentefadtony - ©1 0 1o her, | e
3 No segment score less th;n 3
2 No segment score less than 2
1 One or more segment scores of 1
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Producing maneuver grades by a two-step process, i.e., determining
segment scores, then determining the maneuver grade, is recommended for
several reasons. First, performance errors are likely to be grouped by
segments rather than by type of measure. That is, a segment may be
difficult and have a low score due to errors on several different measures
rather than consistent errors for specific measures such as altitude,
airspeed, etc., occurring in several segments. Segment scores also
provide more information to the pilot or IP by giving an intermediate
reference for performance between the global maneuver grade and the
detailed, single diagnostic message. Finally, producing a segment score
presents no particular implementation problem. If, after experience
with the measurement system, the segment score is found not to be useful,
it can be easily deleted and maneuver grades can be computed directly
from the performance measures.

The choice of six grade levels, based on the recommended inflight
grading system, was not arbitrary. Since the recommended inflight
grading system requires recording of selected variables, i.e., heading,
altitude, etc., by the IP, the amount of data that can be obtained is
necessarily limited. It was determined that distinguishing six levels
of performance was the maximum resolution that could be obtained with
the limited inflight data. The current inflight assessment system
allows for only four levels of performance. Future developments in both
the inflight and automated UH1FS performance measurement systems may
allow the number of levels to be increased. For the moment, it appeared
to be an important consideration that there be continuity in the two
grading systems. For research purposes, it would be a simple matter to
have the automated performance measurement system produce more than six
grade levels., This type of refinement, however, must await implementation.

It should be noted that an error for a particular measure, i.e.,
airspeed, etc., is counted only once during a maneuver segment. As will
be seen in Chapter III, a distinction is made between maneuver gegments
and measurement segments. Several measurement segments make up a maneuver
segment. A particular measure frequently occurs during several measurement
segments. For scoring purposes, however, only the most severe error
that occurred for a particular measure during a maneuver segment is used
for scoring and diagnostic message purposes.

DIAGNOSTICS

In addition to providing segment scores and a composite maneuver
grade, the automated performance system will produce diagnostic error
messages to tell the student pilot and his IP which elements of performance
were within what performance bands during each segment or the instrument
maneuver flown.

The diagnostic error messages reflect the basic philosophy of the
automated performance measurement system. Critical variables of aircraft

33

oy, e e




control, navigation and radio procedures are measured and errors, departure
of critical variables beyond the specified tolerance level, are reported.
The diagnostics do not relate to pilot performance per se. That is,

they do not tell the pilot what control errors he made that produced the
critical variable error. Interpretation of the critical variable error

in terms of what deficiency of the pilot caused the error is left to the
IP. It is likely that the interpretation of the diagnostics by the IP
will take into account the pattern of errors within the segments and
throughout the entire maneuver.

The diagnostic error messages may also be of interest to training
managers. That is, patterns of errors that occur frequently for a large
number of student pilots or persist throughout most of the instrument
training phase may indicate specific target areas for training improvement
or intensification. On the other hand, the absence of certain types of
errors may suggest that certain training elements can be shortened or
eliminated.

A single diagnostic message is associated with each of the 22
measures described in an earlier section of this chapter. There are,
therefore, no interpretive elements between the occurrence of the error
and its reporting as a diagnostic message.

LB Ben ) abedi
Dl oz dad

g

All 22 diagnostic error messages are shown in Table II-4. Each
message is a clear text sentence with one or two variable fields which
indicate the value of the tolerance level exceeded and, when appropriate,
the direction of the error in terms of the desired value, i.e., 'greater
than" or "less than." To minimize the number of characters that must be
printed for each diagnostic, the symbol ">" is used for '"greater than"
and the symbol "<" 1is used for "less than."

Nl ¢ e i

The first few words of each diagnostic error message names the

measure which produced the error message. This allows the pilot or IP
i quickly to scan the lefthand portion of the error message output to
. determine the nature of the errors committed during the maneuver. On
- the left most portion of the page, a symbol indicating the performance
k- | band, i.e., (blank), -, or * is printed so that the pilot or IP can scan
the righthand margin of the output and determine where the most serious
errors occurred. Each diagnostic message requires only one line of
print. The complete form of the printed output is described in the next
section.

PRINTED OUTPUT FORMAT

The printed output for each maneuver will consist of three sections:
(1) a header section with spaces for entering the pilot rank and name,
and the date. Since the UH1FS has no keyboard to enter alphanumeric
information, this information will be written on the output form either
by the pilot, his IP, or the console operator. The name of the maneuver
and the cockpit number will be printed by the automated performance
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measurement system. (2) The overall numerical grade for the maneuver
and some modifying information, and (3) the name of each segment, the
segment score and the diagnostic error messages for each segment of the |
maneuver. ‘ |

Header Information
The recommended information elements of the header area are:

1. Name of Pilot Rank ( )

First Name MI Last Name
2. DMate dd (day)/mm (month)/ yy (year) or julian date
3. Maneuver Name
(2. and 3. will be printed by the automated performance measure-
ment system.)

The maneuver names to be printed are:

a. BASIC INST - CMB AND DSD TURNS j

b. NDB RWY 5 COLUMBUS METROPOLITAN
c. VOR A DOTHAN
d. 1ILS RWY 9 DANNELLY FIELD

e. LOC BC RWY 13 DOTHAN
f. HOLDING SEALI INTERSECTION
Grade
The composite grade for the maneuver will be a number (N) from 1 to

6. The basis for this grade was discussed previocusly. The format for i
the grade is:

MANEUVER GRADE: N 3
Segment Scores and Diagnostic Error Messages
: For each maneuver the segment score appears on the line with the

segment title. The segment titles for the six maneuvers are shown in
Table II-5. The diagnostic error messages follow on succeeding lines.

bt b

The 22 diagnostic error messages are shown in Table II-4. Each ?
message has a total length of less than 80 characters so that each
message will require only one line of print. The performance band for
each measure is shown by the symbols in the righthand column. For
performance band 1, no message is printed. For performance band 2, the
message is printed with no symbol in the righthand print column. For
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Table II-4

DIAGNOSTIC MESSAGES FOR UH1FS PERFORMANCE MEASURES
(Only one of the particular symbols and values shown
in parentheses are printed.) .

MEASURE NO. MESSAGE
1 Airspeed & <) 90 knots by (5, 10, 20) Knots
2 Trim Error > (.25, .50, 1.0) Ball Width
3 Bank Angle > (16, 20, 25) Degrees
4 Average Turn Rate (> <) (.15, .3, .6) Deg/Sec of 3 Deg/Sec
5 Altitude (> <) Required Altitude by (50, 100, 200) Feet
6 Minimum Altitude Violated by > (20, 50) Feet for 5 Seconds
7 Rate of Descent (> <) 500 Feet Per Minute by (50, 100, 200)
Feet Per Minute
8 Rate of Climb (> <) 500 Feet Per Minute by (50, 100, 200) Feet
Per Minute
9 Heading on Rollout Error More Than (5, 10, 20) Degrees
10 Heading Tracking Error More Than (5, 10, 20) Degrees
11 Total Time Error (> <) Required Time by (5, 10, 15) Seconds
12 NDB Course Tracking Error >(3, 5, 7) Degrees Beyond 1 Mile From
Station
13 NDB Course Tracking Error >(3, 5, 7) Degrees Within 1 Mile From
Station
14 NDB Course Position Error >(5, 6, 7) Degrees on Rollout
15 VOR Course Tracking Error >(2, 3, 5) Degrees Beyond 1 Mile From
Station
16 VOR Course Tracking Error >(2, 3, 5) Degrees Within 1 Mile From
Station
17 VOR Course Position Error >(2, 3, 5) Degrees on Rollout
18 Localizer Tracking Error >(1, 2, 3) Degrees
19 Glideslope Tracking Error (> <) (.1, .2, .3) Degrees
(> means above and < means below Glideslope)
20 VOR Radio Tuned to Wrong rrcquct;cy
21 OBS Setting Error >(1, 2, 3) Degrees
22

Radio Call Not Transmitted at hulrod Time
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performance band 3, the symbol "-'" appears in the righthand print column. .
For performance band 4, the symbol "*" appears in the righthand print 4
column. An example of the recommended printout is shown in Figure II-1.

The automated measurement system will operate in two modes: the
automatic mode (AUTO) or the checkride mode (CK-RIDE) mode. For output
format description it is only necessary to state that in the AUTO mode
only the header information score, or fatal error indicator, will be 1
printed. The diagnostic error messages will not be printed. In the CK-
RIDE mode, the score, or a fatal error indication, will be printed, plus
full diagnostics. In the event a fatal error occurs, no score is printed.
The words "FATAL ERROR" and the source of the fatal error are printed.

The FATAL ERROR source messages are. (a) AIRSPEED, (b) BANK ANGLE, (c)
DESCENT RATE, (d) ALTITUDE, (e) RADIO FREQ, (f) AIRSPACE, (g) TIME, and
(h) TURN DIRECTION.




Figure II-1

EXAMPLE OF PRINTED OUTPUT FOR UHIFS PERFORMANCE MEASUREMENT
(Diagnostic error messages for three segments only are shown.)

' 23-45-67
4‘,&?‘”‘?& % ’;’Z}U" : oo Feb 78 CKPT #2
RANK NAME

SSN

MANEUVER: VOR A DOTHAN

MANEUVER GRADE: 1

ERRORS:
SEGMENT: INITIAL TRACKING TO VOR SCORE: 3

AIRSPEED > 5 KNOTS OF 90 KNOTS

TP

TRIM ERROR > .50 BALL WIDTH -

T

SEGMENT: TURN AND INTERCEPT OUTBOUND COURSE SCORE: _3

AVERAGE TURN RATE < .2 DEG/SEC OF 3 DEG/SEC .

MINIMUM ALTITUDE VIOLATED BY 20 FEET FOR 5 SECONDS -

OBS SETTING ERROR > 1 DEGREE

R T e

SEGMENT: TRACKING OUTBOUND SCORE: 1

-

b TRIM ERROR > .50 BALL WIDTH -

VOR COURSE TRACKING ERROR > 7 DEGREES *




Table II-5

MANEUVER AND MANEUVER SEGMENT TITLES
FOR DIAGNOSTIC ERROR MESSAGE SECTION OF OUTPUT

CLIMBING AND DESCENDING TURNS

Straight and Level
Climbing Left Turn
Straight and Level
Descending Right Turn
Straight and Level
Climbing Left Turn
Straight and Level
Descending Right Turn
Straight and Level
Level Left Turn

OWONOULEWN -~

—

NDB APPROACH

Initial Tracking to Beacon

Turn and Intercept Outbound Course
Tracking Outbound

Procedure Turn Outbound

Procedure Turn Inbound

Tracking Inbound

Beacon Inbound

Missed Approach

[« RN WV, BF ORI O

| ‘ VOR APPROACH

Initial Tracking to VOR

Turn and Intercept Outbound Course
Tracking Outbound

Procedure Turn Outbound

Procedure Turn Inbound

Tracking Inbound

VOR Inbound

Missed Approach

NIV WN -

T N—
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~continued-
Table II-5
ILS APPROACH

Initial Tracking to Beacon

Turn and Intercept Outbound Course
Tracking Outbound

Procedure Turn Outbound

Procedure Turn Inbound

Tracking Inbound

Glideslope Inbound

Missed Approach

NN WN -

LOCALIZER BACKCOURSE APPROACH .

Intercept Localizer Course 3
Tracking Inbound to Fix
Fix Inbound

Missed Approach

Swn =

HOLDING AT INTERSECTION :

Initial Tracking to Fix
Entry Right Turn Outbound
Entry Track Outbound 4
Entry Right Turn Inbound

Entry Track Inbound

Right Turn Outbound - (1, 2 or 3)

Track Outbound - (1, 2 or 3) repeated 3 times
Right Turn Inbound - (1, 2 or 3)

Track Inbound - (1, 2 or 3)

O o~ o
ey
WN O
RN
~N~NoULESLEWN P




CHAPTER III

UH1FS SYSTEM ANALYSIS AND DESIGN IMPLEMENTATION
REQUIREMENTS FOR AUTOMATED PERFORMANCE
MEASUREMENT AND GRADING SYSTEM

This chapter is divided into two parts. The first part is an
analytic description of the computer equipment and software which supports
instrument flight training in the UH1FS. The second part is a description
of the software implementation design for the automated performance
measurement and grading system.

UH1FS SYSTEM DESCRIPTION

The UH1FS system is a composite of equipment and software which
provides four independent instrument training environments (cockpits)
that are similar to the UH-1 helicopter. Each cockpit is mounted on a
5-degree-of-freedom motion base. The discussion below is limited to the
computer hardware and software directly involved in running instrument
flight simulation. That is, only the real-time processes of simulation
will be considered. There will be no discussion of non-real-time processes
such as preparation of maneuver profiles or running of diagnostic programs
for hardware and software checking.

COMPUTER SYSTEM HARDWARE

The real-time hardware system is shown in Figure III-1. It consists
of three computers; two Model 516 Honeywell and one Model 620/L100
Varian computers. The Honeywell computers do most of the simulation
work. The Varian is used only to show information on the CRT displays
located in each of the cockpits and at the simulator control console.
The computers are interconnected to allow the rapid transfer of large
amounts of data between computer memories. Special hardware, called an
Inter-Computer Communication Unit (ICCU), is used for this purpose.

Each of the Honeywell computers has a disk memory which is used to store
both programs and simulation data. The major comnection, or interface,
between the four cockpits and the control console is through the No. 1
Honeywell computer. This same computer also has a real-time clock
which drives the entire simulation system.

UH1FS SOFTWARE DESCRIPTION

Basic functions (real-time software tasks) performed by each computer
in the system are listed in Table III-1. As shown in the table, the
principal computer used to implement the mathematical model of the
simulation, is the No. 1 Honeywell computer. Part of the simulation
mathematical model is performed in the No. 2 Honeywell computer,

Timing is critical for the operation of the simulation system. All

events such as mathematical computations, transfer of data between
computers, between the computers and the disk, and between the cockpits
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and the computers are allocated a certain amount of time within which
the event must be completed. The entire sequence of events repeats
cyclically. If the allocated amount of time for an event expires before
an event is complete (processing capabilities of the system have been
temporarily exceeded), either the results of the event are ignored as if
they have never happened during a particular cycle or the failure to
complete the event causes an error which may or may not terminate the
entire simulation. Since four cockpits are being controlled independently,
all the events in the simulation processes must be repeated four times,
once for each cockpit. The primary reason for having three computers in
the simulation system instead of one is that it is impossible to do all
the processing required on one Honeywell computer within each cycle.

The processing requirements, or tasks, have therefore been divided among
three computers.

The basic flow of software processing activities in the two Honeywell
computers is illustrated in Figure III-2., Note that there are two basic
chains of processing in the No. 1 Honeywell computer and one in the No.

2 Honeywell computer. Note also the data transfers which occur between
the two computers. The first chain, A, is the cockpit data transfer in
and out (I/0) sequence. The second chain is the simulation mathematical
model. The third chain, C, in the No. 2 Honeywell computer is also part
of the simulation mathematical model. Each element of the cockpit I/0

is addressed 16 times per second. Early in the processing sequence data
are transferred to the No. 2 Honeywell computer through the ICCU, followed
by an end of record (EOR) code which allows the computer to proceed with
its processing tasks, Chain C, parallel in time with Chains A and B.
Later, data are transferred back to the No. 1 Honeywell computer. The
software tasks associated with the training functions, AUTO-TRAIN, are
then processed in the No. 2 Honeywell computer. The detailed training
software analysis, therefore, is focused on the programs in this computer.

Automatic Training System

The AUTO-TRAIN software provides the means of controlling the
training use of the UH1FS. As mentioned in Chapter I, AUTO-TRAIN has
three modes of operation; SEMI-AUTO, AUTO and CK-RIDE. The SEMI-AUTO
mode is the least complex in the AUTO-TRAIN system. It allows any
cockpit to be placed at specific points in the gaming area and also
allows insertion of malfunctions into the various helicopter systems.
Once a cockpit has been established at an initialization point, the
pilot is free to "fly" the helicopter anywhere within the gaming area.
The AUTO-TRAIN system in this mode is relegated to a historical tracking
role and preserves for playback the most recent five minutes of the
flight profile flown.

The AUTO mode is an expansion of the SEMI-AUTO mode. In this mode,
however, the AUTO-TRAIN system uses a description of the desired flight
profile to be flown. Using this information, the desired flight profile
can be flown as a demonstration. When the pilot flies the desired
profile eleven of the flight variables are monitored by AUTO-TRAIN. If
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one or more of these variables exceed a tolerance limit, the system is
capable of providing a taped voice cue and the error is displayed on the
CRT and printed on the line printer. Voice tapes controlled by AUTO-
TRAIN give the pilot a briefing of the desired flight profile and provides
simulated ground communications. The direction and velocity of winds

can be changed and, as in the SEMI-AUTO mode, malfunctions can be inserted.

The CK-RIDE mode is an expansion of the AUTO mode because the
entire sequence of preprogrammed flight profiles in the AUTO mode are
grouped together, creating a checkride. In the CK-RIDE mode, the demon-
stration capability, audio cueing and playback are not available.
Performance data are stored for all members of a particular IERW class
for later analysis by other programs.

EVENT BLOCKS

Primary to the operation of the AUTO-TRAIN system is the ability to
establish a desired initialization point for the aircraft and a desired
profile that the aircraft should fly. The desired profile is established
by defining a series of specific points in space and/or time at which
identified events occur. Events can be a simple audio message or a
complex alteration in the desired path of the aircraft. The initialization
and desired profile information is available to the AUTO-TRAIN software
from a series of data blocks, each of which is called an Event Block.

Each Event Block is fifty computer words long and the series of Event
Blocks that define a maneuver profile are stored on the disk.

The information in the Event Blocks can be used by AUTO-TRAIN to
either fly a demonstration profile of an instrument maneuver or check
the pilot's ability to fly the desired maneuver profile.

During the course of simulated flight, two Event Blocks in the
series are always available. These two blocks are designated as TEB
(This Event Block) and NEB (Next Event Block). Differences in the
values of these two blocks are used by the software to determine the
desired change in the flight profile. As a simulation proceeds, the NEB
becomes the current TEB, and a new NEB is brought into the computer from
the disk.

Each of the fifty words in an Event Block is reserved for a specific
purpose. Most words of the Event Block contain a single value. In some
words of the Event Block, a particular bit or small group of bits, is
used as codes tc indicate whether a particular function should or should
not occur. An example Event Block is shown in Table III-2(a). Each
word of the Event Block contains only the value. The units of the value
and its functions have been established by convention in the software
design. The words in the Event Block that contain bit codes are shown
in Table III-2(b).




TABLE III-2(a). EXAMPLE EVENT BLOCK

Word # Value Unit Function
WP 1 127436 Oct A/P MODE
WP 2 000000 Oct NAV MODE
WP 3 31.773 N.M INIT LOC N
WP 4 35.937 N.M INIT LOC E
WP 5 0 DEG PITCH
WP 6 2.484 DPS P/R LIM
WP 7 ) DEG ROLL
WP 8 4.968 DPS R/R LIM
WP 9 0 PSI TQ PRESS CHNG
WP10 0 DEG YAW
WP1l1l 4.968 DPS Y/R LIM
WP12 89.656 KTS 1AS
WP13 0.918 BAR ACCEL LIM
wP14 3000 FT. ALTD
WP15 499.687 FPM CLIMB RATE
WP16 9.997 DEG TRUE HEADING
WP17 620 NO. EL/PHASE/TASK
wP18 100.000 MHZ VHF FREQ
WP19 355 KHZ ADF FREQ
WP20 9.997 DEG MAG CRS TRK
WP21 2200 FT. MIN ALTD
WP22 33.714 N.M STA LOC N
wP23 36.351 N.M STA LOC E
wWP24 33.714 N.M EXIT LOC N
WP25 36.351 N.M & EXIT LOC E
WP26 7163 LBS GROSS WT
i WP27 1430 LBS FUEL WT
| WP28 141 INC CENTER OF G
WP29 59 DEG OAT
WP30 29.889 IN. BARO PRESS
{ i WP31l 20.006 DEG WIND FROM
k. WP32 10.005 KTS WIND SPEED
| . wP33 0 NO. TURB LVL .
A ] WP 34 27 NO. MSG NO. |
E | § WP35 0 NO. ADAPT LVL :
k| ! WP36 100002 oCT END MODE i;
1 ; WP37 0 SEC END TIME !
‘ i WP38 0 NO. RESET SEG NO. |
. ! wP39 000000 ocT ADAPT SCORE ;
'1 ! WP40 0 NO. MANEUVER NO.
‘ ¢ WP41l 0 NO. SPARE
i WP42 0 NO. SEGMENT ID.
t WP43 0 NO. STATIC LVL
‘ ¢ WP44 5 NO. SOUND LVL
i WP45 0 NO. APU
' WP46 000000 OCT MALF IDENT MODE
| Wp47 0 SEC MALF TIME
! WP48 0 MALF EVENT
& WP49 102401 oCT DISPLAY MODE
i WP50 8 NO. DISPLAY CODE

I | 47




TABLE III-2(b), DETAIL OF EVENT BLOCK WORDS
WHICH USE BITS FOR FUNCTION CONTROL

AUTO TRAINING

WORD 1, AIRCRAFT PERFORMANCE WORD 2, NAV MODE 3
Bit 1 Eng Run Bit 1 Turn Std Rate
2 Slo Time 2 Home to Location ;
3 Initialize 3 Spare ‘
4 Auto Rotate 4 Nav Intercept
5 Op Pedals 5 Nav Track
6 Op Lateral 6 To or Front Course ‘
7 OP Longitudinal 7 Fly VOR
8 Op cCollective 8 Fly ADF 1
9 Fly Pitch not IAS 9 Fly ILS Localizer
10 Fly Roll not Heading 10 Fly ILS Glideslope '
i 11 Fly Power not Altd 11 Spare
12 Fly Yaw 12
; 13 Fly IAS not Pitch 13 Task Start
1 14 Fly Altd not Power 14 Task End 1
4 15 Fly Heading not Roll 15 Spare
{ 16 Make left turn 16 Skip next Initialize
E% WORD 36, END CONDITIONS WORD 39, SCORE CONTROL
-
2]
k. Bit 1 End on Initialize Bit 1 Score Track
‘ 2 End not Freeze 2 Score Glide Slope
3 End on position 3 Score Altd
! 4 End on Track 4 Score IAS ;
5 End on Heading 5 Score Heading 1
6 End on Altitude 6 Score Roll
7 End on IAS 7 Score Pitch
8 End on Yaw 8 Score Yaw
i 9 End on Roll 9 Score Rate of Climb
| 10 End on Pitch 10 Score Rate of Trun
! 11 End on Torque Press 11 Score Torque Pressure
2 12 End on Rate of Climb 12 Spare Trim
3 13 End on Rate of Turn 13 spare Min Alt
| 14 14 Spare Procedure :
] 15 Play Audio Message 15 Spare Time ]
E | 16 End of Problem 16 Spare | %
F H
E | WORD 46, MALFUNCTION IDENT MODE WORD 49, DISPLAY MODE j
, Bit 1 Malfunction Impending Bit 1 Display to Student Crt
; 2 Event not Time Dependent 5-8 What background Map (0-7)
| 3 Malf Resetable 9-16 What com)Scenario
‘ (1 to 36)
4 Spare
b | 5 Spare
: 10-12 What Malf Work (-1) : |
3 13-16 Malf Sublist (-1) |
b
& Note: Sub one for input
f | Add one to output
2 48 {
4 |
L !
| |
E 1 b
! . 23 .‘ iA «
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Knowing the structure of an Event Block, a flight profile can be
produced by creating a series of Event Blocks with the necessary informa-
tion. In the UH1FS system, this is done by support personnel using off-
line support programs. Once a profile has been produced by creating a
series of Event Blocks, it can be loaded in the UH1FS computer and used
for training. This is the procedure that was used to create the flight
maneuvers available in the AUTO mode.

Using Event Blocks to describe flight profiles is an integral part
of the entire UHIFS software structure, and has been accepted as a
design constraint for the creation of the automated performance measure-
ment and grading system.

AUTO-TRAIN SOFTWARE TASKS

The next step in the analysis was to understand how the AUTO-TRAIN
software worked during real-time simulation. This was accomplished by
reviewing the AUTO-TRAIN program listings. The basic software structure
of part of the AUTO-TRAIN is illustrated in Figure III-3 which shows the
tasks of a software routine called "HASH." Within this routine are the
software modules which perform the tasks of inserting malfunctions,
controlling a flight demonstration, the determination of the completion
of an Event Block, performance monitoring, and control of the voice
messages (briefings, alerts and ground communlcations).

Figure III-3 also shows the cyclic execution rate of these functions.
Most are performed once a second for each cockpit. This is accomplished
by the use of counters within the "HASH" routine. The software code
within each task of "HASH'" was analyzed to determine the maximum expected
execution time for each task. This was necessary to determine what
execution time constraints would be placed on the automated performance
measurement and grading system software. It was apparent that some
execution time other than that accounted for by the programs in Figure
III-3 must be reserved because computer processing time is used for
retrieving and placing data on the disk memory as well as for actual
execution of program instructionms.

It appears that several periods of time are available for use by
the proposed performance measurement software since no programs are
allocated to time periods 6 - 9 and 13 (notice omissions of these
numbers in right portion of Figure III-3). It is possible, however,
that this time is reserved for retrieving and placing data on the disk.

This analysis implies that implementation of the new performance
measurement system should be accomplished by replacing tasks in the
"HASH" routines rather than simply adding additional tasks. As will be
seen in the next section, it was possible to do this. It is important
that the performance measurement programs replacing current programs
should use approximately the same execution time as the removed programs
since the timing of other program activities may depend on the time
sequence of the "HASH" modules.
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MEMORY ALLOCATION

It was important to determine how the memory in the Honeywell No. 2
computer was allocated. That is, it was necessary to know how much
memory space each task required and exactly where it was located. The
No. 2 Honeywell computer has a total of 24,576 words of memory. For a
variety of reasons related to ease of programming, the memory is considered
to be divided into 48 sectors of 512 words each. Table III-3 is a list
of the 48 memory sectors and the software tasks which reside in them.
The AUTO-TRAIN "HASH" is located in sectors 4 through 12. Software in
these sectors manipulate data contained in other sectors. The data
storage structure within these other sectors is as follows:

1. Variables associated with each of the four cockpits are located
respectively in sectors 18 through 21. In addition, sector 17 is used
for storage of data related to all of the cockpits.

2. The AUTO-TRAIN software that controls the printer uses sectors
46 and 47. In addition to the control software, the messages that can
be printed are located here also.

3. Software and storage area for data that are transferred between
computers uses sectors 22 and 23.

4, Sector 1 contains a list of pointers (addresses of memory) used
by most of the software routines in the computer. In addition, sector 1
contains a 50-word buffer called ZTEM which is temporary storage that
can be used by any of the software routines.

This completes the necessary analysis and description of the UHIFS
system computer equipment and software.

IMPLEMENTATION DESIGN

This section describes the implementation design requirements for
the automated performance measurement and grading system. Table III-4
summarizes the requirements of the measurement and grading system,
characteristics of the existing UH1FS system which impact on the imple-
mentation design, and general features of the design which make implemen-
tation feasible without additional hardware. The implementation design
of the performance measurement and grading system can be understood by
considering it to have two major parts. The first part is the processes
that occur during measurement and grading, i.e., the software tasks.
The second part is the organization of tables, including Event Blocks
which the software uses. These two parts are described below. Some
minor features of the implementation design have been omitted to allow a
clear presentation of the general implementation design concepts. These
minor features, however, will become obvious to anyone involved in the
actual implementation.
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A.

Table III-4

Summary of Measurements and Grading Requirements,
UH1FS System Constraints and Implementation
Features For Automated Performance
Measurement and Grading System

PERFORMANCE AND GRADING REQUIREMENTS

Compute 4-second running average for measurement and start/stop
logic variables

Changing desired values for most variables

Three fixed tolerance levels for most variables

15-second history of in or out of tolerance for most variables
Three fixed '"time out of tolerance" levels for most varigbles

Score based on highest tolerance level exceeded plus percentage
of variables exceeding tolerance level 1

Diagnostic text message for each measured variable with output
organized by maneuver segment

UH1FS SYSTEM CONSTRAINTS i

All 24,456 words of memory in number 2 computer is used for
existing software

Memory organized in 512 word sectors
Little spare processing capability

Pervasive use of Event Block structure in system design

IMPLEMENTATION FEATURES

1.

2.

3.

4.

Reasonably limited number of measurement and start/stop logic
variables (30 or less)

Heavy reliance on bit coding, i.e., use of bits or bit strings
rather than full words (16 bits) to store most information

Simple logic with minimal numeric computations
Removal of UH1FS software modules not necessary during
performance evaluation to provide memory space and processing

time

Use of words or parts of words in Event Blocks for measurement
system purposes
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MEASUREMENT AND GRADING PROCESSES

Table III-5 shows the principal tasks that occur during performance
measurement and grading. Figure III-4 is a schematic representation of
the sof tware processes that accomplish these tasks.

When a student pilot begins a session in the UH1lFS the disk area
where scoring and diagnostic information will be kept is cleared. At
the beginning of each maneuver, the performance history and scoring
tables are also cleared. Next, two Event Blocks are retrieved from the
disk, The first Event Block contains information about the initial
location of the aircraft, the variables which will be measured, and the
desired values for those variables. The second Event Block is necessary
so that the UH1FS system will know the expected progress of the flight
profile and the measurement stop conditions.

Next, the measurement start/stop logic conditions are checked to
determine if the conditions for starting or stopping measurement have
been met, Assuming that measurement is ongoing, the next step is computa-
tion of the four-second running average values for all variables. Note
that these averages are computed for all variables and not just the
variables which are of current importance for ecoring or start/stop
logic conditions. The running average values are computed once per
second. The average is computed by subtracting one-fourth of the current
value of the average and then adding the new value. This computational
procedure achieves the objective of smoothing the data and requires
minimal storage (one word per variable) and execution time.

Next, two processes occur to determine if a variable has exceeded
one or more of the tolerance levels. This determination occurs only for 3
the variables currently being measured. First, the running average
value of the variable is subtracted from the desired value. This difference
is than compared successively to the values for the three tolerance
levels., If a tolerance level is exceeded, a bit is set in the part of
| the History Table appropriate for the particular variable and the particular
- tolerance level exceeded. 1

Before an error is registered for scoring purposes, the running
average value of a variable must exceed the tolerance level for a specified :
amount of time. This time-out-of-tolerance criteria is determined by
checking to see if the History Table entries for a variable has a string
of bits equal to or exceeding the time-out-of-tolerance requirement.

Since all of the procedures being described here occur on a one-per-

second basis, each bit in the History Table represents one second of

information. The time-out-of-tolerance criteria is checked by comparing 4
a mask (a bit string of the desired length with each bit set to 1) to

the bits in the History Table. If all the mask bits match the bit

string in the History Table, then the time-out-of-tolerance criteria have {
been met and the bit is now set in the appropriate place in the scoring {
table. i
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INITIALIZATION

CONTINUOUS, ONCE
PER SECOND

END OF MANEUVER
SEGMENT

END OF MANEUVER

TABLE III-5

PRINCIPAL SOFTWARE TASKS FOR AUTOMATED PERFORMANCE
MEASUREMENT AND GRADING SYSTEM

o Check disk area for scoring information
¢ Clear History and Score Tables

o Retrieve first two Event Blocks from disk

o Check conditions for:
Measurement start-stop
Maneuver segment end
Maneuver end
o Retrieve next Event Block if required
o Update 4-second running average for each variable
o Subtract running average for each variable from
desired value; then compare difference to the
three tolerance levels in Standard Table
o Set appropriate bits in History Table
o Compare time-out-of-tolerance mask sequences to

History Table for each variable; if a match is
found set appropriate bit in Score Table

o Compute partial maneuver score

o If Score Table full place on disk

o Compute maneuver score

o Print out header information, score and diagnostic
messages

T—————
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I SIMULATION
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DATA SAMPLING
.Avg Analog
.Flag Event

MAINTAIN HISTORY
.15 Seconds

CK PATTERN
.Each Level
.Ck Polarity
.Store Errors

SEQUENCE LOGIC

End

Score/
Store

Score/
Store

PNT

PRINTER CONTROL

RECALL

.Parm ASC1l1
.Stored Data
.Maneuver ASCl11
.Format

PNT
HANDLER

Scoring Handler
Disk Driver

DATA/ASC11
Disk

FIGURE III-4

Handler

Schematic Representation of the Automated Performance
Measurement and Grading System Software Processes
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Until the start/stop logic detects the end of a maneuver segment,
the above steps are repeated. When the end of a maneuver segment is
detected, a partial score for the maneuver is computed based on the
information in the Score Table. Also, the diagnostic messages appropriate
for each error registered in the Score Table are assembled and saved on
the disk. At the end of the maneuver, the overall score is derived from
the partial scores for each segment. The header information, maneuver
score, and the diagnostic error messages are then printed.

DATA TABLES

Four types of tables are used in the automated performance measurement
and grading system: (1) A Standards Table which contains the error
tolerance values for each measurement variable; (2) a History Table
which contains a 15-second history of whether each variable was out of
tolerance; (3) a Score Table which contains information on variables
that were out of tolerance for the specified amount of time; and
(4) Events Blocks. Event Blocks are considered tables because they
contain ordered information which is used by the measurement and grading
system,

Table III-6 shows schematic representations of the Standards Table
and the History Table. Each of these tables can be considered to be a
4x32 word matrix., The dimension 32 occurs because information up to 30
variables can be preserved. Two of the words (16 and 32) are used for
other purposes. The dimension 4 occurs because four computer words are
required to store standards information for each variable. The first
three words of memory associated with each variable in the Standards
Table contain the error tolerance values. Note that these are not the
desired values for a given variable, but the amount of error allowed for
each of the three tolerance levels. The desired values come from the
Event Blocks. For example, for altitude the three tolerance levels are
50, 100 and 200 feet with reference to the desired value. The first
three words associated with the altitude variable would contain these
three values. The fourth word associated with each variable is a code
for the time-out-of-tolerance mask size associated with each variable.
That is, this word does not contain the mask itself, but a code which
specifies the time-out-of-tolerance necessary for each tolerance level
before an error is registered. For scoring, the mask code and the three
time-out-of-tolerance criteria which the mask code implies are shown in
the upper righthand portion of Table III-6. The Standards Table is
integral to the performance measurement software. Only one Standards
Table is required for all four cockpits, since the standards are the
same, Values in this table do not change during the coui&e of perform-
ance measurement, ‘

The History Table is organized similarly to the Standards Table but
is used in a quite different way. The History Table may also be thought
of as a 32x4 matrix of computer words, After the difference between the
running average value and the desired value of a variable is compared to
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TABLE 1II-6

SCHEMATIC REPRESENTATION OF ORGANIZATION OF
STANDARDS TABLE AND HISTORY TABLE

0 = Instantaneous
17'=58, 5.5
Error Tolerance Levels Time-out-of 2 = 5. 5L 10
A Tolerance Mask )3 = 5, 10, 10
Vi 1 2 3 Sequence Codes |4 - 10, 10, 10
1
\'
A 2
R
I
A
B
L
E 31
S
32
a
Standards Table Organization
Total words required: 128
Note: Variable positions 16 and 32 are reserved.
Tolerance History 4-Second
Running
A Average
{_To1 1 Tol 2 Tol 3 ) Value
: I
\')
A 2
R
1
A
B
L
E 31
S
32
b
History Table Organization
1 table per cockpit: Total words required
(4 tables): 512
Note: Variable positions 16 and 32 are reserved;
bit 16 of each word reserved for sign
(+) polarity.
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the three tolerance level values in the Standards Table, either a 1 or a
0 is placed in the first bit position (the lowest order bit) of the
first three words in the History Table associated with a particular
variable. For example, during a particular one-second cycle, if the
running average of altitude exceeded the desired value by more than 50
feet but less than 100 feet, a 1 would be set in the first bit position
of the first word associated with altitude and zeroes would be placed in
the second and third word of the History Table. During successive one-
second cycles of the measurement process, the bits in these first three
words would be shifted over one place each cycle, and again, depending
on whether a tolerance level is exceeded, a 1 or a 0 placed in the first
bit position,

This cycle of setting the appropriate bits and shifting one place
effectively maintains a historical record of whether each variable was
within tolerance or exceeded one or more of the tolerance levels defined
for it, Since the computer words are 16 bits long, the historical
record for each variable can be a maximum of 16 seconds in length. Only
15 of the 16 available bits are used, and the 16th or last bit is used
to record the sign, +, of the running average value of the variable with
respect to the desired value, As the measurement process continues, the
information in bit position 15 is lost after each shift,

The fourth word associated with each variable in the History Table
is the actual running average value of the particular variable. It is
not absolutely necessary that the running average value be part of the
History Table, but it is a convenient location for it,

The History Table is an extremely compact method for maintaining
information on the degree of error for each variable relative to its
desired value. Only 128 words of memory are required for each historical
table. Four tables are required, one for each cockpit, for a total of
512 words of memory., If actual values were preserved, rather than a bit
code, the amount of storage required would be 16 times greater, i.e.,
8,192 words.

SCORE TABLE

Scoring information is derived by applying the appropriate time-
out-of-tolerance mask sequences to the History Table. If a match is
found, an error score is registered and saved in the Score Table.

Table III-7 shows the organization of the Score Table. The first three
words contain identifying information that will be used when the maneuver
score and diagnostics are printed out. Successive copies of the Score
Table are preserved on the disk for each of the four cockpits. Therefore,
the header information will also be useful to separate the scoring
information for a particular student from that of others.

Each Score Table is a maximum of 30 words in length. Scoring

information from up to three segments of a maneuver can be recorded
before it is placed on the disk. Since all maneuvers involve more than
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Maneuver
Header

and Score
Information
(3 words)

Segment
Score
Information
(9 words)

Segment
Score
Information

Segment
Score
Information

TABLE III-7

SCORE TABLE ORGANIZATION

Cockpit Identification

Date

Maneuver Score

Maneuver Identification

Segment Identification

Segment Score

\

Variables 1-5 Score

Variables 6-10 Score

Variables 11-15 Score

Variables 16-20 Score

Variables 21-25 Score

Variables 26-30 Scoreldj

v

|
Variable Score Codes (3 bits)

000 = Within Tolerance
100 = Fatal Error
pO0l= Tol. Level 1 Exceeded

\
f
9 Words
< (As
Above)
;
9 Vords
< (As
Above)

N\

p 10 = Tol. Level 2 Exceeded
p1ll= Tol. Level 3 Exceeded

p is sign (+) polarity

2 scorc tables per cockpit (for buffering); up to three segments

per task before

placement of disk.

Total words required (4 cockpits) = 240
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three segments, several copies of the Score Table will have been generated
before the end of a maneuver.

The scoring information for each segment also is bit coded. It can
be seen in Table III-7 that each word of the segment-score group contains
scoring information for five variables. The codes for each variable and
their meaning are shown in the right-most portion of the table.

The Score Table can be thought of as a buffer, since the information
placed in the table is stored only temporarily in memory, and when the
table is full, it is placed on the disk. It is always possible that the
performance measurement system may attempt to write information in the
Score Table at the same time that it is being transferred to the disk.
Since these two operations cannot occur simultaneously, this conflict is
avoided by having two Score Tables available for each cockpit at the
same time., Thus, while one table or buffer is being placed on the disk,
the performance measurement system can place information in the other
table. This procedure is a common computer software technique known as
double buffering.

USE OF EVENT BLOCKS

G o e

Event Blocks, described earlier, are an important part of the UH1FS
system. Event Blocks can be considered as a series of tables which are
retrieved as necessary from disks to provide informaticn to both the
UH1FS simulation processes and also to the performance measurement
system. Since certain software modules will be deleted in order to
implement the performance measurement system, the Event Block words that
these deleted modules would use can be used to provide information to
the performance measurement system. The standard structure of the Event
Blocks makes provision for aircraft variables such as aircraft heading,
airspeed, etc. When the performance measurement system is used, the
Event Block locations for aircraft variables will contain the desired
values. Thus, when new desired values change at different points in the
b | flight maneuver, the new desired values are available from the next
. Event Block.

D i ol 5 i

s

! { ! The performance measurement system also uses other words in the

| ' Event Block for measurement start/stop logic functions and determining
= which variables are to be measured and scored. Table III-2(a) shows the
o ’ system use of the Event Block words other than those used for storing

b | desired values.

, 5 ADDITIONAL FEATURES

i Some additional features of the automated performance measurement

! and grading system require explanation. The 15-second History Table for
2 each variable is necessary because the start/stop logic tracks the
pattern of change in a variable to determine when measurement is to
start or stop. When a start or stop condition is confirmed, the data
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for the measured variables over the determination period either will be
included for scoring if measurement is to start or discarded if measure-
ment is to stop. The History Table preserves these data without affecting
scoring until the start or stop of measurement decision has been made.

The History Table is important for a second reason. Since it is a

record of the time-out-of-tolerance states for each variable, it is the
base for application of the time-out-of-tolerance mask sequences to
determine if an error should be recorded in the Score Table.

Fatal errors terminate the measurement of performance and no score
is printed. Diagnostics up to the fatal error segment, however, are
printed. The fatal error tolerances that change will be partially in
the Event Blocks (radio frequencies, etc.), and those that are constant
for all maneuvers (airspeed, bank angle, etc.), will be in a small table
integral to the performance measurement and grading software.

In Table III-2(b), certain bits of the bit-coded words were not
defined. Their intended use is as follows: bit 12 of word 2 will be
used to distinguish between the end of a measurement segment and a
maneuver segment. The bits of word 36 will have the same general functions
as shown in Table III-2(b), but the exact definitions will depend upon
actual implementation. Bit 14 is reserved for the contingency that more
than one start/stop logic condition may be used to end a measurement
segment. In this event, bit 14 would indicate whether to start or stop
measurement if one of several conditions is true (OR function) or whether
all defined conditions must be met before measurement starts or stops
(AND function). The first 15 bits of word 39 and word 41 (a spare word
in the Event Block structure) will be used to indicate which variables
are to be scored during a measurement segment. Bit 16 of each word will
indicate whether the History Table should be cleared at the end of a
maneuver segment.

REQUIRED SOFTWARE CHANGES

The implementation requires modification of most of the software
shown in Figure III-3. The software modules that must be dropped,
modified or added for the automated performance measurement and grading
system are listed in Table III-8. In addition, all of the remaining
software within the No. 2 Honeywell computer must be reviewed to eliminate
indirect references to specific memory locations within the AUTO-TRAIN
system because the modifications will change the absolute memory addresses
of many of the software modules.

During implementation, certain other software in the No. 2 Honeywell
computer must be examined and modified if necessary to allow for the
addition of the new software. The principal areas of concern are the
data movement routines, the memory address pointers located within
sector number 1, and the sectors reserved for the aircraft variables for
each cockpit (sectors 18-21). It is expected that the History Table
will use sector 16 and that the Standards Table will use the last half
of sector 22. These sectors presently are used by routines within the
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AUTO-TRAIN system and, thus, are available for the performance measure-
ment and grading system. The text messages for the diagnostic error
information will use sectors 46 and 47. If additional space is required
for this purpose, it is available in sectors 41 through 44,

The software for controlling the card reader is deleted. The card
reader would be of very minor value to the performance measurement and
grading system and it has, therefore, been dropped in the interest of
providing more memory space for the new software.

USE OF THE AUTOMATED PERFORMANCE MEASUREMENT AND GRADING SYSTEM

The system design requirements include the possibility of two modes
of use, the AUTO mode and the CK-RIDE mode. In the AUTO mode, only the
header information in the maneuver grade score would be printed. In the
CK-RIDE mode the header information, maneuver score and complete diagnostics
will be printed.

MODIFICATION OF PERFORMANCE CRITERIA

After implementation and some experience with the automated performance
measurement and grading system, it may be desirable to change the performance
criteria. This is easily done by modification of the Standards Table
and/or the time-out-of-tolerance mask lengths. Since these are integral
to the performance measurement software, it will be a simple matter to
change the criteria to any values desired.




CHAPTER IV

SYSTEM TESTING, USER HANDBOOK, SYSTEM EXPANSION
AND GENERAL CONCLUSIONS

TESTING

Two tests of the automated performance measurement and grading
system are described in this section: (1) acceptance testing and
(2) utility testing (criteria and validity/reliability).

Acceptance testing addresses the question, ''Does the system work as
specified by the design requirements?"  Utility testing addresses the
question, "Does the system measure and grade instrument flight
performance in a meaningful way, and does it do so in a consistent
manner?"

ACCEPTANCE TESTING

The purpose of the acceptance test is to demonstrate that the performance
measurement and grading system correctly detects performance errors at
the proper time, that a grade is correctly determined, and that the
printout at the end of a maneuver is correct in all respects. Essentially,
the acceptance test is proof that the software operates in the manner
specified by the performance measurement design.

L e

To determine the correct operation of the system, it is necessary to
produce, independent of the measurement system, a time history of all
the variables that are measured. These independent data can then be
| compared to the output of the performance measurement and grading system.

E | How the independent data will be recorded and printed in a manner
' that allows easy comparison to the performance measurement output is
{ | part of the implementation design work, It is suggested, however, that
a4 - the recording cccur by saving on the disk (or an auxiliary tape unit),
the running average values of the measured variables, sampled once per
2 second, along with the performance measurement data. The software ;
' { necessary to accomplish this can be initially included in the measurement .
r% i software and removed after completion of the acceptance test. »

: The implementation designer will have to determine how, and in what
. \ form, the recorded data will be printed to allow the visual comparison
a ! of the two sets of data. The most likely approach is to reduce and
;1 g print the data offline on another computer system.
] |

As a minimum, the independent data should allow for checking of the
operation of each individual measure, each start-stop logic condition,
correct error level (tolerance level) detection, correct grade computation,
and correct printing of the diagnostic error messages.

S
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Potentially, there are two possible ways of testing the performance
of the measurement system. The first is to use the demonstration flight
features (Auto Pilot) of the UHIFS to produce a flight profile with and
without particular errors. The second way is to have a highly proficient
pilot fly the maneuvers and commit selected errors at specific times.
Each method has advantages and disadvantages.

Employment of the Auto Pilot assures that the flight profile will be
flown as specified. Programming a flight profile for the Auto Pilot,
however, is not a simple task. Also, because of the design of the UH1FS
control system, the Auto Pilot will try to compensate for certain kinds
of errors. For example, the Auto Pilot cannot be forced to fly out of
trim. It will automatically attempt to bring the aircraft back to proper

trim. Compensation features are deeply embedded in the software system
and cannot be disabled easily.

Use of a skilled pilot is the simplest means for having a desired
flight profile flown. It obviates the need for programming of the Auto
Pilot and allows flexibility in determining what sort of profile should
be flown. The disadvantage is that the pilot may make errors or fail to
commit the desired errors required for the test.

It is suggested that the acceptance test occur after all of the
software for the six maneuvers has been implemented. It may be tempting
to test and accept the software on a maneuver-by-maneuver basis. Since
problems may occur due to software interactions when an entire measurement
system is implemented, it is more prudent to schedule the acceptance
test only after complete software development.

An implicit requirement of the implementation of the automated
performance measurement system is that its processing and memory requirements
not interfere with the basic operation of the UH1FS flight control
software. Part of the acceptance test should include a means of demonstrating
this non-interference. The method for the non-interference demonstration
can be specified only during the implementation design work, since it

will depend heavily upon the characteristics of the performance measurement
software.

Acceptance Test Plan

At the beginning of the implementation work a detailed acceptance
test plan should be developed jointly by the Army COTR and the implementation
contractor. The acceptance test plan, as a minimum, should require that:
(1) All six automated maneuvers will be tested.
(2) The specific items to be tested within each maneuver will be stated.
(3) The number of situations, i.e., the number of instances of each

measure and the tolerance levels of each measure that will be demonstrated
during acceptance testing will be stated.
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(4) The correct operation of each start-stop logic element in the
proper sequence for each maneuver will be proven

(5) The nature of the supporting information that will be used to
verify correct operation of the measures and start-stop logic will be
specified

(6) The proper printing of the output, including the header, grade
and diagnostic information will be demonstrated

(7) Proof of non-interference of the performance measurement software
with the basic UHIFS flight control software will be demonstrated.

(8) That the entire system can be utilized by operational personnel,
i.e., a student pilot or an IP will be shown.

(9) Any software developed for acceptance test purposes will be
documented and will be a deliverable item with the performance measurement
system software documentation.

(10) An outline of activities and a realistic schedule for conduct of
the acceptance test will be prepared.

The acceptance test demonstrates that the implemented software operates
according to the design specifications. Other tests will occur during the
course of implementation that do not relate specifically to acceptance
testing. For example, it is within the scope of the implementation work,
prior to acceptance testing, to demonstrate that internal computational and
logic routines operate properly and that the system is protected against
timing errors, noisy data, etc.

UTILITY TESTING

The automated performance measurement and grading system design and
implementation design have been arrived at analytically. The designs
were kept as simple and straightforward as possible in the hope that a
practical and useful instrument flight performance measurement system would
result. Ultimately, however, it will be necessary to conduct empirical
testing for refinement of the system. After completion of the acceptance
test, a program of empirical work should begin to determine the validity and
reliability of the automated performance measurement and grading system.

Validity means that the grade produced is an accurate expression of
instrument flight performance. Reliability means that a pilot with a
given performance ability will receive the same grade each time his
performance is measured by the system. The performance measurement system
would have very little value if every pilot tended to receive the same
grade regardless of his performance ability or the grade received fluctuated
markedly even though there is no reason to believe that the pilot's ability
has changed.
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The utility testing should be considered to involve two stages:
(1) tolerance criteria testing; and (2) validity and reliability testing.

Tolerance Criteria Testing

The initial empirical work should concentrate on refining the tolerance
levels and the means of producing the composite grade for a maneuver. As
discussed earlier, many of the tolerance levels specified were based on
SME opinion. Collecting data on pilots of known skill levels, i.e., low
experience student pilots, high experience student pilots, rated pilots and
IPs with extensive experience, should allow development of realistic
tolerance levels.

The tolerance levels currently suggested appear reasonable, but
until they can be verified by actual performance data, decision makers
cannot be confident that the decisions they make based on the unconfirmed
performance criteria are justified. Once the tolerance criteria have
been validated, pilot training and evaluation can be based on realistic
empirically derived criteria rather than criteria that have been chosen
arbitrarily or based on past experience.

The amount of data that might be required for tolerance criteria
testing is difficult to predict without some preliminary data on pilot-
system behavior. It is not known whether the chosen tolerances will
produce a range of performance scores which adequately discriminate between
successful and unsuccessful maneuver performance with useful precision.

By the time acceptance testing is completed, the measured pilot-system
behavior will be better known and the amount of testing required to have
confidence in the tolerance criteria will be more predictable. At this
time, however, it is only possible to estimate a minimum and maximum
data collection plan for validity and reliability testing.

As a minimum, two groups of pilots would be required: (1) highly
experienced pilots (IPs), and (2) pilots of very low experience (IERW
students) to expose the system to the range of performance that is expected.
An absolute minimum of three pilots in each group would fly all six maneuvers
one time in one or two simulator sessions. About twelve hours of simulator
data collection time time would be required.

As a maximum, four groups of pilots would be used: (1) IPs; (2) rated
pilots; (3) IERW "near-graduates;'" and (4) low time students. A maximum
of five pilots in each group would fly all six maneuvers for a maximum
of three replications. About 120 hours of simulator data collection
time would be required. Thus, the boundaries of data collection for
tolerance criteria testing are between 12 hours and 120 hours of simulator
time, and between 6 and 20 pilots of varied experience levels. In
addition to subject pilot requirements, two or three instructor pilots
would be needed to score student performance. A comparison of IP scoring
and the measurement system output should indicate the adequacy of the
specified tolerance criteria.
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It is important to note that the purpose of this testing is to insure
that the tolerance criteria are set to levels that will produce a
discriminable range of scores when actual performance quality varies.
Because the whole measurement system is predicated on the validity of
tolerance criteria, the criteria themselves have to be examined empirically
before examining the validity of the results of the measurement, 1i.e.,
the maneuver grading. The test plan must accommodate the stop of data
collection and changing tolerance criteria as it becomes obvious and neces-
sary to do so. When the investigators are satisfied that the tolerance
criteria produce a discriminable range of scores, the validity testing
work can begin.

Validity and Reliability Testing

Validity of the performance measurement and grading system can be
defined in several ways: (1) ability of the measures to discriminate
between aviators of varying levels of performance (as defined by their
flight experience and resulting performance scores); (2) the correlation
between the judgments (grades) of IPs and the grades produced by the
measurement system; (3) the degree of instructor confidence in the system
cutput based on their observation of the maneuver and the system output
(after they have manually scored the maneuver); and perhaps (4) the ability
of the measurement system to predict final checkride grades of those student
aviators who were tested.

A nominal but formal test plan for these kinds of validity tests
would require the following: three groups of approximately 16 aviators
each (group 1 - low time students; group 2 - near graduate students; and {
group 3 - highly qualified experts) would fly a minimum of three replica- |
tions of each of six maneuvers. Only three maneuvers would be flown at
one time by any aviator (to reduce the possible effects of fatigue) in a
one-hour test session. Three maneuvers would be flown on two successive
days by each aviator. Thus, each aviator would require six hours of
simulator testing time. Overall, 288 hours would be required over a period
of approximately 18-20 weeks based on a test schedule using four hours
per day, four days per week. This is only a "nominal' plan because student
flow and accessibility have to be considered before the final plan is
developed.

didiosiada il

Reliability testing is implicit in the validity test plan. The |
replications of the maneuvers by the pilots will provide sufficient !
information to determine the reliability of the measurement and grading
system.

A test plan which requires less student and simulator time resources
may be possible, depending upon the data which result from acceptance
testing and tolerance criteria testing. Data collection economies may be
possible if tolerance criteria testing data may be used also for validity
test purposes. Thus, the above validity test plan requirements must be
considered tentative until the completion of tolerance criteria testing.
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USER HANDBOOK

It is necessary that a handbook be developed which explains to the
pilot-user the background and use of the automated performance measurement
and grading system. The handbook will definitely be necessary since, in
addition to other reasons, the implementation of the automated performance
measurement system will require the removal of the software section that
controls the automatic voice tape maneuver briefing. Therefore, the
maneuver requirements must be given to the pilot in written form.

The handbook should be part of the overall implementation development
and include sections on: (1) the general philosophy of the automated
performance measurement system so the student pilot is aware of how his
performance is being assessed; (2) a description of each measure, including
tolerance and timing requirements to aid in interpreting the diagnostic
messages; (3) the grading concept; and (4) a description of each maneuver,
including the initial conditions, the performance requirements, the correct
radio settings, and a schematic diagram of the desired maneuver flight
profile.

The maneuver descriptions should include a clear statement of the
requirements that are arbitrary for the sake of performance measurement,
i.e., the requirement to parallel an outbound approach course for one
minute, make all climbs and descents at 500 fpm, and track all outbound
courses for two minutes; (5) a table describing how to invoke or 'dial
up" each maneuver and modes (AUTO or CK-RIDE) and the options available
during the AUTO mode.

In other words, the purpose of the handbook is to give the pilot
complete understanding of the measurement system, how his performance will
be assessed and graded, and how to use the system.

EXPANSION OF MEASUREMENT SYSTEM

The automated performance measurement system was specifically designed
to grade performance on six Basic and Advanced Instrument maneuvers.
The measures and principles of application, however, are general and can
be expanded easily to other instrument maneuvers. Also, based on the
previously described methods used to develop the measure set, additional
required measures can be developed. The only constraint is the capacity
of the UHIFS hardware and software to accommodate the extensions.

At some future time it may be desirable to expand the number of
maneuvers for which performance can be assessed. During the maneuver
analysis phase of this work, it became apparent that there are several
types of instrument flight maneuvers that would be a useful part of the
automated Advanced Instrument maneuver package. Specifically, a VOR or
NDB holding maneuver appears to be desirable. The holding at an intersection
is a fairly difficult maneuver for a student pilot, since he must assess
both the VOR and ADF readings to interpret his position. Holding over a

70

Radhal o an b o Loant g AL



RS NP -~ SN

e

i st ST RSP

single beacon would be somewhat less difficult and may be useful for
training purposes.

Another maneuver which would probably be of great utility for Army
aviators is a tactical instrument approach. Tactical instrument flight
is of particular importance to Army aviators and the UHIFS would be an
excellent means for both training and performance measurement on tactical
instrument inflight navigation and approaches.

In addition to maneuvers that have different performance requirements,
it may also be useful to develop variations on the standard maneuvers
now included in the automated Advanced Instrument maneuver package.
This would insure that a student pilot does not simply learn a specific
approach but can apply the same skills and knowledges to a variety of
standard approach and holding maneuvers.

CONCLUSIONS

1. Design requirements for an automated performance measurzment
system for instrument flight maneuvers in a UH1FS have been developed
analytically. The system is bassd on final criteria referenced performance
and measurement of the aircraft variables which are the critical indicators
of performance.

2. The performance measurement system will produce a composite grade
for each instrument maneuver that is compatible with the concurrently
developed inflight performance assessment system. Diagnostic error
messages which reflect the magnitude of error of each measured variable
within each segment of maneuver also will be produced by the system.

3. Implementation design requirements for the automated performance
measurement and grading system have been developed which have minimal
processing and memory needs. They are compatible with existing UH1FS
control software and no additional hardware is required.

4. The automated performance measurement system should be implezented
and, after acceptance test completion, subjected to empirical utility testing.
Particular attention should be paid to the tolerance levels specified for
each measure.

5. A handbook which describes the purpose, function, use and
interpretation of the output of the automated performance measurement
and grading system should be developed concurrently with implementation
of the system.
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APPENDIX

MANEUVER DESCRIPTIONS AND PERFORMANCE
MEASUREMENT REQUIREMENTS

This appendix contains six sections, one for each of the six automated
Basic and Advanced Instrument maneuvers implemented in the UH1FS, for which
a performance measurement design has been developed. The six maneuvers
are: (1) Climbing and Descending Turns; (2) NDB Approach; (3) VOR Approach;
(4) 1ILS Approach; (5) Localizer Backcourse Approach; and (6) Holding at
Intersection.

Each maneuver section contains a general description of the maneuver,
a short discussion, a listing of the maneuver segments, the performance
requirements and common errors associated with each segment, a figure
illustrating the maneuver profile and segmentation, the initial conditiomns
at the beginning of the maneuver, a tabular summary of the measurement
start-stop logic and measures applied during each segment, and a tabular
summary of the fatal errors which will cause termination of performance
measurement for each maneuver.

The development of the maneuver segmentation, the measurement start-
stop logic, and the measures were described in Chapter II,

CLIMBING AND DESCENDING TURNS
A, General Description

The climbing and descending turns problem requires the aviator to
execute a series of heading changes and altitude changes simultaneously.
The time required for each segment is determined by the required altitude
change. That is, the heading change is always completed before or at the
same time the altitude change is completed. All turns are required to
occur at the standard rate of 3° per second and all altitude changes at 500
feet per minute., Each segment of the maneuver is separated by a 30-second
segment of straight and level flight. The series of climbing and descending
turns is executed without regard to any fixed geographic location,

B. Discussion

The climbing and descending turns maneuver is considered to be the
most difficult Basic Instrument maneuver, since it requires the coordination
of all flight controls., It is the last in a sequence of progressively more
demanding automated Basic Instrument maneuvers in the UH1FS, 1If the aviator
can perform the climbing and descending turns maneuver in a satisfactory
manner, it is a virtual certainty that he can perform the preceding maneuvers
of level turns and straight climbs and descents. Each of the Basic Instru-
ment maneuvers consists of three phases: (a) a demonstration phase, where
the control computer flies the aircraft through the maneuvers and an
automatic voice tape describes the salient features to the pilot;
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(b) a guided practice phase where the pilct takes control of the aircraft
and performs the maneuver segments directed by the voice tape, which
also gives hints about how to perform the maneuver; and (c) adaptive
practice phase, where the pilot flies the maneuver, and, depending on
his performance, the turbulence level is steadily increased or decreased,
making the flying task either more difficult or easier, depending on the
proficiency demonstrated by the pilot.

Climbing and descending turn maneuvers which have been specified for
automated performance assessment are the same as those used in the demonstra-
tion. A requirement for 30 seconds of straight and level flight between
each climbing or descending turn has been added to obtain information on
the pilot's ability in a steady state. The performance data obtained during
the straight and level segments will be of some possible diagnostic value
for those pilots who do not perform well in the climbing and descending
turns. If the pilot is able to perform well in the straight and level
segments, it is an indication that the proficiency problem is confined to
the execution of turns and descents. On the other hand, if the pilot does
not do well on the straight and level segments, it will indicate that he
is not proficient in any type of basic aircraft control under instrument
conditions,

The last segment of the maneuver is a level turn. Again, this will be
of diagnostic value similar to that obtained during straight and level flight.
Depending on his performance during this segment, it will be evident whether
his basic aircraft control under instrument conditions is deficient or
whether he has a specific difficulty with performing climbing and descending
turns.

C. Maneuver Segmentation (See Figure 1)
1. Straight and Level
a. Performance Requirements
(1) Maintain heading (330°)
(2) Maintain altitude (2000 ft)
(3) Maintain airspeed (90 K)

b. Common Errors

(1) Failure to establish normal cruise airspeed
(incorrect power setting)

(2) Heading errors

(3) Altitude errors

P
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2. Climbing Left Turn

b.

Performance Requirements

(1)
(2)

3)
4)
(5)
(6)
¢))
(8)

Initial power setting 5 psi above cruise (26 + 5)

Initial bank angle of 150. Adjust for standard
rate turn by reference to turn needle and
maintain

Maintain airspeed (90 K)

Maintain trim

Climb at 500 fpm

Check altitude gain and heading at 30 seconds

Roll out on desired heading (270°)

Begin decreasing power 50 ft prior to target
altitude (2500 ft)

Common Errors

(1) Application of excessive aft cyclic resulting in airspeed

(2)
3)
(4)

(5)
(6)

loss
Power set too low

Rate of turn too fast

Failure to initiate corrective action based on 30 second

check

Adircraft out of trim

Failure to decrease power before reaching desired altitude

3. Straight and Level

b,

Performance Requirements

(1)
(2)
3)

Maintain heading (240°)
Maintain altitude (2500 ft)

Maintain airspeed (90 K)

Commor Errors

(1) Failure to establish normal cruise aitspeed (incorrect

(2)
3)

power setting)

Heading errors

Altitude errors
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Descending Right Turn

a.

i b.

Performance Requirements

(1)
(2)

(3)
4)
(5)
(6)
(7
(8)

Initial power setting 5 psi below cruise (25 -5)

Initial bank angle of 15" Adjust for standard rate turn
by reference to turn needle and maintain

Maintain airspeed (90 K)

Maintain trim

Descend at 500 fpm

Check altitude loss and heading at 30 seconds
Roll out on heading (3300)

Begin increasing power 50 ft before reaching desired
altitude (1500 ft)

Common Errors

(1)
(2)
(3)

%)
(5)

Power set too high
Rate of turn too slow

Failure to initiate corrective action based on the
30 second check

Aircraft out of trim

Failure to increase power before reaching desired altitude

| 5. Straight and Level

= a, Performance Requirements

(1) Maintain heading (3300)

(2) Maintain altitude (1500 ft)

(3) Maintain airspeed (90 K)

Common Errors

(1)

Failure to establish normal cruise airspeed (incorrect |
power setting) 1

(2) Heading errors Q

(3) Altitude errors




1)
(2)

3)
(4)
(5)
(6)
€))
(8)

(1)

(2)
“ 3)
, (4)

(5)
(6)

6. Climbing Left Turn

a. Performance Requirements

Initial power setting 5 psi above cruise (26 + 5)

Initial bank angle of 15°. Adjust for standard rate turn
by reference to turn needle and maintain

Maintain airspeed (90 K)

Maintain trim

Climb at 550 fpm

Check altitude gain and heading at 30 seconds
Roll out on desired heading (2700)

Begin decreasing power 50 ft prior to target altitude
(2000 ft)

b. Common Errors

Application of excessive aft cyclic resulting in airspeed
loss

Power set too low
Rate of turn too fast

Failure to initiate corrective action based on 30 second
check

Aircraft out of trim

Failure to decrease power before reaching desired altitude

7. Straight and Level
a. Performance Requirements
| (1) Maintain heading (270)
(2) Maintain altitude (2000 ft)
b | | (3) Maintain airspeed (90 K)
b. Common Errors

(1) Failure to establish normal cruise airspeed (incorrect

power setting)

(2) Heading errors

(3) Altitude errors
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» 8. Descending Right Turn

a, Performance Requirements

(1) 1Initial power setting 5 psi below cruise (26 -5)

(2) 1Initial bank angle of 15°. Adjust for standard rate turn
by reference to turn needle and maintain

(3) Maintain airspeed (90 K)

(4) Maintain trim

(5) Descent at 500 fpm

(6) Check altitude loss and heading at 30 seconds
(7) Roll out on heading (90°)

(8) Begin increasing power 50 ft before reaching desired
altitude (1500 ft)

b. Common Errors
(1) Power set too high

(2) Rate of turn too slow

(3) Failure to initiate corrective action based on the 30 |
second check

(4) Aircraft out of trim

(5) Failure to increase power before reaching desired altitude
3 ~ 9., Straight and Level
a. Performance Requirements
(1) Maintain heading (90°)
(2) Maintain altitude (1500 ft)
(3) Maintain airspeed (90 K)
b. Common Errors

(1) Failure to establish normal cruise airspeed (incorrect
power setting)

;
: i ; (2) Heading errors

(3) Altitude errors




10. Level Left Turn
a., Performance Requirements

o
(1) Initial bank angle of 15 . Adjust for standard rate turn
by reference to turn needle

(2) Maintain airspeed (90 K)

(3) Maintain trim

(4) Maintain altitude (1500 ft)

(5) Check heading at 20 seconds

(6) Roll out on desired heading (3300)
b. Common Errors

(1) Non-standard rate turn

(2) Failure to roll out on desired heading

D. Initial Conditions

1. A/C location vicinity of CAIRNS Army Air Field

; o
B 2. Heading 330

: |
‘; 3. Airspeed 90 K ‘ -
i 4. Altitude 2000 ft

o ‘
j 5. Winds 110 /10 K !

E. Start-Stop Logic and Measures i

| Table 1 shows the specific start-stop logic and measures applicable
' during each segment of the maneuver, Refer to Tables II-1 and II-2 and
associated text for detailed explanations of the measures start-stop logic
1 codes. The word "ALL" in the first column means that the measure is
'l applicable across each measurement segment of the maneuver segment.

F. Fatal Errors

Fatal errors which will cause termination of performance measurement
are shown in Table 2.




Table 1

START-STOP LOGIC AND MEASURES APPLICABLE TO EACH SEGMENT OF THE
CLIMBING AND DESCENDING TURNS MANEUVER

| MANEIVER/SRoMENT S | Sve MEASURE wo. “vawe
Segment 1, Straight and Level All Airspeed (AS) 1 90 Knots
: All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
1 Start Altitude (ALT) 5 2000 Ft
1 TIM-20 Heading Tracking (HDT) | 10 330°
2 CPS [> 1)
Segment 2, Climbing Left Turn All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
3 cPs TIN-10
4 4 cps Rate of Climb (RC) 8 500 FPM
l 4 sL Average Turn Rate (ATR) | 4 3°/sec |
E | 5 cPs Heading on Rollout (HOR) 9 240°
#i s Heading Tracking (HDT) | 10 240° ,
4 ) 5 ALTA-2400 | Rate of Climb (RC) 8 500 FPM ‘ .
A 6 cPs TIN-15 Heading Tracking (HDT) | 10 240° ' ]
| Segment 3, Straight and Level All Alrspeed (AS) 1 90 Knots ! 3
3 All Trim (TR) 2 0 Ball Width 1
{ All Bank Angle (BA) 3 0°
£ | . 7 ces Altitude (ALT) . 5 2500 Ft
| : 7 TIN-20 Heading Tracking (HDT) | 10 240°
& ! 8 cPs DES
: Segment 4, Descending Right Turn All Airspeed (AS) 1 90 Knots i
| All Trim (TR) 2 0 Ball Width
A . Al Bank Angle (BA) 3 0° !
A 9 ces TIN-10
10 crs Rate of Descent (RD) 7 500 ¥PM ,
k| 10 sL Average Turn Rate (ATR) [ ¢ 2°/ec | ]
- { 1 cps Heading on Rollout (BOR) 9 330° i
~ 1 Heading Tracking (HDT) | 10 330°
! ‘ 1 ALTB-1600 | Rate of Descent (RD) 7 500 FPM !
x i , 12 ®S |TH-15S | Beading Tracking (EDT) | 10 330° j
Segment 5, Straight and Level All Airspeed (AS) 1 90 Knote .
i AlL Trim (TR) 2 0 Ball Width |
4 g : All Bank Angle (BA) 3 0°
E | : 13 crs Altitude (ALT) s 1500 Fe
| 13 TIN-20 | Beading Tracking (IT) | 10 330°
: 14




-continued-
Table 1 §
|
MANEUVER/SEGMENT "“ssmm START | sToP MEASURE hu'gm oo
Segment 6, Climbing Left Turn A1 Adrspeed (AS) 1 90 Knots
A1l Trim (TR) 2 0 Ball Width »
All Bank Angle (BA) 3 0°
15 cPs TIN-10
16 cps Rate of Climb (RC) 8 500 FPM -
16 SL Average Turn Rate (ATR) 4 3°/Sec
17 cPS Heading on Rollout (HOR) 9 270°
17 Heading Tracking (HDT) | 10 270°
: 17 ALTA-1900 | Rate of Climb (RC) 8 500 FPM
! 18 CPS | TDH-15 | Heading Tracking (HDT) | 10 270°
4 Segment 7, Straight and Level All Adrspeed (AS) 1 90 Knots | |
i All Trim (TR) 2 0 Ball Width
N ALl Bank Angle (BA) 3 o°
2 19 cPs Altitude (ALT) 5 2000 Pt
J 19 TIM-20 [ Heading Tracking (HDT) | 10 270°
A 20 ces | pes
| Segment 8, Descending Right Turn All Alrspeed (AS) 1 90 Knots 3
A1l Trim (TR) 2 0 Ball Width \
1 ¥ All Bank Angle (BA) 3 o°
‘; 21 cPs | TIM-10 1
! 22 cPS Rate of Descent (RD) 7 500 FPM
B 22 ALTB-1600 | Average Turn Rate (ATR) | & 3°/sec
{ 23 cPs sL ’ 1
k| 2 crs Heading on Rollout (HORY 9 90°
b 2 TIN-15 | Heading Tracking (HDT) | 10 90° 3
{ Segment 9, Straight and Level All Airspeed (AS) 1 90 Knots
| ALl Trim (TR) 2 0 Ball Width
; All Bank Angle (BA) 3 0° b
B | 25 cps Altitude (ALT) 5 1500 Ft ‘
E 25 TIN-20 | Heading Tracking (RDT) | 10 90° | ]
: 26 cPs LTR { |
,
2 Segment 10, Level Left Turn ALl Airepeed (AS) 1 90 Knots
ALl Tria (TR) 2 0 Ball Width
’L 1 AlL Bank Angle (BA) 3 °
ALl ; Altitude (ALT) s 1500 Pt
| 27 crs sL Average Turn Rate (ATR) | & 3°%/8ec
| 28 crs Heading on Rollout (HORY 9 330°
E | 28 TIN-30 | Beading Tracking (WOT) | 10 330°
] i 82
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NDB APPROACH
A, General Description

The NDB approach problem requires the aviator to execute the NDB
Runway 5 approach to Columbus Metropolitan Airport.

The problem requires the student to fly to the station, turn out-
bound and descend to procedure turn altitude, intercept and track the
outbound course, procedure turn, track inbound to the station, descend to
minimum descent altitude (MDA), time for the missed approach, and initiate
the missed approach procedure.

B. Discussion

The performance requirements for the NDB approach are standard
with two exceptions. First, after the pilot has crossed the beacon, he
must turn and parallel the outbound course for one minute before turning
to intercept the outbound course. If a pilot immediately turns and
intercepts the outbound course after passing over the beacon, the start-
stop logic may lose track of the aircraft and consequently abort the measure-
ment run or the pilot may receive an erroneously poor score. Second, once
the outbound course has been intercepted, the pilot is required to track
outbound for two minutes. Both of these requirements are consistent with
the procedures taught in IERW. Since it is expected that most pilots
making automated performance assessment runs will be students, these
requirements are compatible with the instruction they have received.

In all other respects, the performance requirements for the NDB approach
are standard.

C. Maneuver Segmentation (See Figure 2)
1. Initial Tracking to the Station
a., Performance Requirements
(1) Track a course to the station (3600)
(2) Maintain altitude (3000 ft)
(3) Maintain normal cruise airspeed of 90 K
b. Common Errors
(1) S-turns resulting from the student "chasing" the
ADF needle (homing) instead of holding a constant

heading to track a course

(2) Altitude errors resulting from poor instrument cross
check (fixation on the RMI)
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(1)

(2)
3)
(4)

(1)
(2)
3
%)

8 | (1)
| (2)
3)
(4)
(5)

2. Beacon Outbound

a. Performance Requirements

Execute the four Ts: time, turn, tune, talk
(a) Start timing

o
(b) Turn outbound to parallel course (233 )

(c) Tune approach control (Columbus Approach tuned
prior to the maneuver)

(d) Radio call before leaving altitude (3000 ft)
Begin descent to 2400 ft (after parallel) at 500 fpm
Intercept outbound course (233° from the NDB)

Maintain 90 K airspeed

b. Common Errors

No radio call out of altitude
Four Ts out of sequence .
Interception at the outbound course too soon {cvershoot)

Rate of descent too great

3. Tracking Outbound

a. Performance Requirements

Track out on 2330 (from the NDB)

Make heading corrections 10o at a time
Maintain 2400 feet altitude

Track for 2 min

Maintain 90 K airspeed
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5 : b. Common Errors

(1) Not considering the effect of winds

Ny e o AT i N i

(2) Altitude errors

SEPUI—————

(3) Incorrect tracking procedure

(a) Make heading correctiors 10° at a time

(b) Wait for a 5° deviation before correcting
4, Procedure Turn Outbound
4 ' a. Performance Requirements

o
(1) Turn to a heading of 278

(2) Time for 40 sec (adjust for wind effects), With a wind
of 020/10, the time should be 43 sec

(3) Maintain 2400 ft altitude
(4) Maintain 90 K airspeed 5 ]
b. Common Errors

(1) Not adjusting time for winds . E

o 3
| (2) Trying to establish a track and not holding heading (278 ) 3
i 5. Procedure Turn Inbound !

a. Performance Requirements

(1) Standard rate turn

(2) Roll out on course (053° NDB)

(3) Maintain 2400 ft altitude

(4) Maintain 90 K airspeed

b. Common Errors
(1) Non-standard rate of turn
(2) Altitude loss

(3) Failure to roll out on course
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6.

Tracking Inbound

a. Performance Requirements
(1) Track a course to the station
(2) Maintain 2400 ft altitude

(3) Tune radios for missed approach procedure (Columbus
VOR 117.1)

b. Common Errors

(1) S-turns (resulting from "homing" rather than properly
tracking to the station)

(2) Altitude loss - going below minimum altitude

(3) Radios not tuned for missed approach procedure

Beacon Inbound
a. Performance Requirements
(1) Execute the four Ts: time, turn, tune, talk
(a) Start timing for the MPA
(b) No turn required
(c) No radio call required because of radar surveillance
(2) Descend at 500 fpm to MDA at 960 ft
(3) Track a course when ADF becomes usable
(4) Maintain 960 feet altitude once attained
(5) Normal cruise airspeed at 90 K + 10K
(6) Establish climb (power) after 4 min
b. Common Errors
(1) S-turns (resulting from "chasing" the ADF needle)
(2) Rate of descent too great
(3) Going below the MDA

(4) Improper timing for the MAP

(5) Slow to establish climb (with power) upon reaching the
88
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8. Missed Approach
a. Performance Requirements
(1) Apply sufficient power to establish climb , ;
(2) Note the time
(3) Turn left to intercept the 045° bearing from FENIX NDB

(4) Radio call to Columbus Approach control (missed approach)

(5) Climb to 2500 direct to GEMMY Intersection and hold
b. Common Errors

(1) Insufficient power application

(2) Loss of airspeed

(3) Failure to comply with published missed approach
procedures

D. Initial Conditioms

o
1. A/C bearing 180 from FENIX NDB

2. 2 nautical miles from the NDB

3. Heading 360°

| 4, Airspeed 90 knots

S b

| 5. Altitude 3000 feet

. 6. ADF receiver tuned to FENIX NDB frequency, 355

7. Marker beacon receiver ON

8. UHF receiver tuned to Columbus Approach frequency, 388.0

9. Winds 020°/10 knots

E. Start-Stop Logic and Measures

Table 3 shows the specific start-stop logic and measures
applicable during each segment of the maneuver, Refer to Tables II-1
and II-2 and associated text for detailed explanation of the start-stop
logic codes and the measures. The word "ALL" in the first column of the
table means that the measure is applicable across each measurement segment
of the maneuver segment.,




Table 3

START-STOP LOGIC AND MEASURES APPLICABLE TO EACH SEGMENT OF THE
NDB APPROACH MANEUVER

MANEUVER/ SEGMENT ["‘““sm""" START | stoP MEASURE 2 ol B g
B Approach * A1l Airspeed (AS) 1 90 Knots
Lz 1, Initial Tracking to All Trim (TR) 2 0 Ball Width
o A1l Bank Angle (BA) 3 o° 3
All Altitude (ALT) 5 3000 Ft
Start |ACF-1 NDB Tracking (NBT) 12 360°
cPs ccL-053° | NDB Course Deviation
(NCD) 13 0 Naut. Mi.
3 cps LTR
Popnt 2, Turn and Intercept
Outbound Course All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle 3 o°
All Minimum Altitude (MAT) 6 2400 Pt
4 cPs SL Average Turn Rate (ATR)| 4 3°/Sec
5 CPS DES Radio Call Transmitted Mike Switch
(RCT) 22 Closed
6 cps TIM-10
7 cps TIM-50 Rate of Descent (RD) 7 500 FPM
8 cPs ACD-1
9 cPs HDA-238°
t 3, Tracking Outbound All i Airspeed (AS)  § 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 0°
All Minimum Altitude (MAT) 6 2400 P
10 cps NDB Tracking (NBT) 12 233°
10 RTR Time (TME) 1 120 Sec
1 crs sL :
r..-n 4, Procedure Turn Outbound All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
12 cPs Minisum Alcitude (MAT) 6 2400 Pt
12 Hcading on Rollout 9 278°
. 12 Heading Tracking (HDT) 10 m
12 LR Time (TME) 1n 40 Sec
t 5, Procedure Turn Inbound All Airspeed (AS) 1 90 Knots
All Tria (TR) 2 0 Ball Width
ALl Bank Angle (BA) 3 0°
All Minimum Altitude (MAT) 6 2400 Pt
13 crs  |su Average Turn Rate 4 3°/8ec
14 crs |mDA-53° | WOB Course Position -y
(or) 14 053'
~continued-
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Table 3
MANEUVER/SEGMENT MEASUREMENT | orapr | srop MEASURE easvre | pestrep
SEGMENT NO. VALUE
|Segment 6, Tracking Inbound All Afrspeed (AS) 1 90 Knocs
ALl Tria (TR) 2 0 Ball Wideh|
All Bank Angle (BA) 3 0°
ALl Minimum Altitude (MAT) 6 2400 Pt 1
15 crs | Acr-1 NDB Tracking (NBT) 12 053°
15 CcPS ccL-154° | NDB Course Deviation
(NCD) 13 0 Naut. Mi. :
Segn 7, B Inbound All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
ALl Bank Angle (BA) 3 0° +
All Minimm Altitude (MAT) 6 960 Ft
All Time 1 204 Sec f 1
17 cps DES Radio Call Transmitted Mike Switch !
(RCT) 22 Closed {
18 crs | Toe-10 ‘
19 CPS Rate of Descent (RD) 7 500 FPM
19 ACP-1 NDB Course Deviation i
(NCD) 13 0 Maut. Mi. |
20 CPS Rate of Descent (RD) 7 S00 FPM
20 NDB Tracking (NBT) 12 053°
20 VOR Tuning (VIN) 20 17.1
20 ALTB-1000| OMNI Bearing Setting .
(0BS) 21 086
21 cPs TPC NDB Tracking (NBT) 12 053°
Wc 8, Missed Approach All Airspeed (AS) 1 90 Knots
Al Trim (TR) 2 0 Ball Width |
All Bank Angle (BA) 3 o°
All Radio Call Transmitted Mike Switch |
(RCT) 22 Closed 4
22 cps as
23 cPs TIN-10
2% crs TIN-150 | Rate of Climb (RC) 8 500 FPM
25 CPS | TIN-40 | Beading on Rollout (mom] 9 4s®

B e e ]
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F. Fatal Errors

Fatal errors which will cause termination of performance measurements
are shown in Table 4,

VOR APPROACH
A, General Description

The VOR approach requires the aviator to execute the VOR-A approach
to Dothan Airport.

The aviator must fly to the VOR, report his arrival, turn, and fly
outbound descending to the procedure turn altitude, make procedure turns to
the inbound course, descend to intermediate approach segment altitude, track
to the station and descend on course to minimum descent altitude, time for
the missed approach point and after it is reached, initiate the missed
approach procedure,

B. Discussion

The performance requirements for the VOR approach are standard with
two exceptions. First, after the pilot has crossed the VOR, he must turn
and parallel the outbound course for one minute before turning to intercept
the outbound course. If a pilot immediately turns and intercepts the
outbound course after passing over the VOR, the start-stop logic may lose
track of the aircraft and consequently abort the measurement run or the pilot
may receive an erroneously poor score. Second, ‘once the outbound course
has been intercepted, the pilot is required to track outbound for two
minutes. Both of these requirements are consistent with the procedures
taught in IERW. Since it is expected that most pilots making automated
performance assessment runs will be students, these requirements are
compatible with the instruction they have received.

In all other respects, the performance requirements for the VOR approach
are standard.

C. Maneuver Segmentation (See Figure 3)
1. Initial Tracking to the VOR
a, Performance Requirements
(1) Track course to VOR (OBS set to 0850)
(2) Maintain altitude at 3000 ft
(3) 90 knots airspeed (all segments)
b. Common Errors

(1) S-turns from chasing Course Deviation Indicator (CDI)
needle

(2) Altitude errors from poor instrument cross check
92
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2, Turn and Intercept VOR Outbound Course

e e Tt ]

a., Performance Requirements
| (1) Execute the 4 Ts: time, turn, tune, talk

(a) Start timing

g o
! (b) Turn outbound parallel to course (154 )

(c) Tune OBS to 334 (VOR frequency tuned prior to
maneuver)

(d) Report intent to descend before leaving feeder
altitude (3000 ft)

(2) Begin descent to 2000 ft (after parallel) at 500 fpm

(o]
(3) Intercept outbound course (154 ) after one minute on
parallel course

b. Common Errors

(1) Failure to report intent to change altitude

(2) Four Ts out of sequence
(3) Rate of descent too great
« Tracking Outbound
a., Performance Requirements
(1) Track out on outbound radial (1560)
{ (2) Track for at least 2 minutes
(3) Maintain 2000 ft altitude
(4) Make wind drift corrections 10o at a time
b. Common Errors
(1) Altitude errors

(2) 1Incorrect wind correction procedures

o
(a) Not incrementing wind corrections in 10 steps

o
(b) Making corrections before 2 error shown on CDI
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4, Procedure Turn Qutbound

a.

b.

Performance Requirements

(1)
(2)
3)
(4)

o

Turn to heading of 199

Time for 40 seconds adjusted for winds
Maintain 2000 ft altitude

Reset OBS to 334o

Common Errors

(1)
(2)

Not adjusting time for winds

o
Not maintaining 199 heading (erroneously correcting
heading for wind)

5. Procedure Turn Inbound

a.

6. Tracking

a.

Performance Requirements

(1)
(2)
3)

(4)
(5)

Standard rate turn
o
Roll out on course (334 )

Maintain 2000 ft altitude until inbcund course is
established

Tune UHF to tower frequency (257.7)

Report inbound turn

Common Errors

1)
(2)
3)
(4)

Non~standard turn rate

Beginning descent before track is established
Failure to roll out on course

Altitude loss during turn

Inbound

Performance Requirements

(1)

Track course to VOR

(2) Descend to 1200 ft at 500 fpm

(3) Maintain 1200 ft altitude when reached




b. Common Errors

(1) Improper tracking procedure

(a) Making heading change before CDI indicates 2° error

(b) Not making wind corrections in 10o increments

(2) Going below intermediate approach segment altitude

7. VOR Inbound (Final Approach)

a, Performance Requirements

(1)

(2)
3)

Execute the 4 Ts

(a) Start timing for the Missed Approach Point (MAP) (1:16)
(b) No turn required

(c) Tower frequency already tuned

(d) Report VOR inbound

Descend to Minimum Descent Altitude (MDA) 860 ft at 500 fpm

Maintain MDA when reached to Missed Approach Point

b. Common Errors

(1)
(2)
(3

Rate of descent too great
Improper tracking procedure

Going below minimum altitude

8. Missed Approach

a, Performance Requirements

(1)
(2)
(3)
(4)
(5)
(6)

Initiate climb
Report missed approach
Establish 500 fpm climb rate

Set OBS to 019

o
Track straight ahead (334 ) to 1000 ft

At 1000 ft conginue climb to 2000 ft while turning
right to 019 radial

97




(7) Perform 4 Ts
(a) Note time at MAP
(b) Tune CAIRNS approach
(c) No immediate turn necessary

(d) Report missed approach - request other landing
clearance

b. Common Errors
(1) Failure to apply sufficient power
(2) Loss of airspeed due to pitch
(3) Failure to comply with published procedures
(4) Perform 4 Ts out of sequence
D. Initial Conditions
1. A/C on 265o radial of Dothan VOR
2. A/C 2 nautical miles from VOR
3. Heading 85o
4, Altitude 3000 feet
5. Airspeed 90 knots
6. VOR receiver tuned to Dothan VOR (111.6)
7. UHF receiver tuned to CAIRNS approach control (234.4)
8. OBS set to 85o
9. Winds calm
E. Start-Stop Logic and Measures
Table 5 shows the specific start-stop logic and measures applicable
during each segment of the maneuver. Refer to Tables II-1l and II-2
and associated text for detailed explanation of the measures start-stop
logic codes. The word "ALL" in the first column of the table means
that the measure is applicable across each measurement segment of the
maneuver segment,

F. Fatal Errors

Fatal errors which will cause termination of performance measurement
are shown in Table 6.
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Table 5

START-STOP LOGIC AND MEASURES APPLICABLE TO EACH SEGMENT OF THE
VOR APPROACH MANEUVER

MANEUVER/SEGMENT msmm' START |  sToP MEASURE "w.o".“ e
t 1, Initial Tracking to VOR All Airspeed (AS) 1 90 Knots
ALl Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
All Altitude (ALT) 5 3000 Ft
1 Start OMNI Bearing Setting 21 085°
(03S)
1 ACP-1 VOR Tracking (VIR) 15 265°
2 cps ccL-154° | VOR Course Deviation
(veD) 16 0 Naut. Mi.

t 2, Turn and Intercept
Outbound Course

All
All
All
All

a3

g

SL
DES

TIN-10

TIM-50

Airspeed (AS)

Tria (TR)

Bank Angle (BA)
Minimum Altitude (MAT)
Average Turn Rate (ATR)

Radio Call Transmitted
(RCT)

OMNI Bearing Setting
(oBs)

Rate of Descent

s O W N -

22

21

90 Knots
0 Ball Width
oo
2000 Ft
3%/Sec
Mike Switch
Closed

334°

500 FPM

t 3, Tracking Outbound

3

|

Airspeed (AS)
Trim (TR)

Bank Angle ‘(BA)
Altitude (ALT)
VOR Tracking (VRT)
Time (TME)

> N -

15
1

90 Knots

0 Ball Width
oo

2000 Fe
154°
120 Sec

T—c 4, Procedure Turn Out

Airepeed (AS)
Trim (TR)

Bank Angle (BA)
Altitude (ALT)
Beading on Rollout (HOR)
Beading Tracking (HDT)
Time (TME)

© VW N e

11

90 Knote
0 Ball Width
oO
2000 Fre
199°
N

40 Sec




-cont {inued-
Table S
MANEUVER/ SEGMENT 'mm-" START | sToOP MEASURE "“m‘s".“ D::L’:’
Segment 5, Procedure Turn Inbound All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
13 crs Minimum Altitude (MAT) 6 2000 Ft
13 sL Average Turn Rate (ATR)| & 3°/sec
14 CcPS VOR Course Position
(vep) 17 334°
14 HDA-334° | Altitude (ALT) 5 2000 Ft
15 crs DES
Segment 6, Tracking Iabound All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 0°
All Minimum Altitude (MAT) 6 1200 Pt
16 cPs TIN-10
17 cPs Rate of Descent (RD) 7 500 FPM
17 ALT-1400 | VOR Tracking (VRT) 15 334°
18 crs ACP-1 VOR Tracking (VRT) 15 334°
18 crs ccL-64° | VOR Course Deviation
(veD) 16 0 Raut. Mi.
Segment 7, VOR Inbound All Afrspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball width|
All Bank Angle (BA) 3 0°
All Minimum Altitude (MAT) 6 860 Ft
19 crs pES Radio Call Transmitted Mike Switch
(RCT) 22 Closed
20 crs TIN-10 VOR Course Deviation
(vecD) 16 0 Naut. Mi.
21 crs VOR Course Deviation
(vep) 16 0 Naut. Mi.
21 ALTB-900 | Rate of Descent (RD) 7 500 ¥PM
22 crs ™ VOR Tracking (VRT) 15 334°
ﬂmc 8, Missed Approach A1l Adrspeed (AS) 1 90 Knots
ALl Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
All Radio Call Transmitted Mike Switch
(rCT) 22 Closed
23 crs oo
2 crs TIN-10
2 crs ALTA-1500 | Rate of Climb s 500 FPM
26 crs TIN-110 OMAT Bearing Setting 6
(oss) 2 019

i St
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ILS APPROACH

A, General Description

The ILS approach problem requires the aviator to execute the ILS
Runway 9 approach to Dannelly Field, Montgomery, Alabama.

The problem requires the student to fly to the station, turn
outbound, intercept and track the localizer course outbound, procedure
turn, track the localizer course inbound, intercept and descend on the

glideslope/localizer, and initiate the missed approach procedure upon
reading the decision height (DH).

B. Discussion

The performance requirements for the ILS approach are standard with
two exceptions, First, after the pilot has crossed the outer marker,
he must turn and parallel the outbound course for one minute before turning
to intercept the outbound course. If a pilot immediately turns and inter-
cepts the outbound course after passing over the ILS, the start-stop logic
may lose track of the aircraft and consequently abort the measurement run
or the pilot may receive an erroneously poor score. Second, once the out-
bound course has been intercepted, the pilot is required to track outbound
for two minutes. Both of these requirements are consistent with the pro-
cedures *aught in IERW. Since it is expected that most pilots making
automated performance assessment runs will be students, these requirements
are compatible with the instruction they have received.

| In all other respects, the performance requirements for the ILS approach
' are standard.

C. Maneuver Segmentation (See Figure 4)
l. Initial Tracking to the Station

. a. Performance Requirements

(1) Track a course to the beacon (MARRA LOM 245)
(2) Maintain altitude (2000 ft)
(3) Maintain airspeed (90 K)

b. Common Errors

(1) S-turns (resulting from "chasing" the ADF needle)

(2) Altitude errors resulting from poor instrument cross
check (fixation on the ADF)
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2., Beacon Outbound

a. Performance Requirements

(1) Execute the four Ts:

(a)
(b)

(c)

(d)

time, turn, tune, talk

Start timing

Turn outbound to parallel desired localizer
course (273°)

Tune approach control (Montgomery approach control
322,5--tuned prior to the entry)

Radio call not necessary (already at 2000 ft,
radar surveillance)

o
(2) Turn to intercept outbound course (273 ) after 1 min
at parallel

(3) 90 knots airspeed

b. Common errors

(1) No radio call out of altitude (not applicable in this
example)

(2) Four Ts out of sequence

(3) Interception of the outbound course too soon (resulting
in overshoot)

(4) Rate of descent too great (no descent in this example)

3. Localizer Tracking Outbound

a. Performance Requirements

(1) Track out on 273"

o
(2) Make heading correction 5 at a time when trend is
indicated

(3) Maintain altitude (2000 ft)

(4) Track for 2-3 min

(5) 90 knots airspeed

104




b. Common Errors
(1) Altitude errors
(2) Incorrect tracking procedures

o
(a) Make heading changes 5 at a time

(b) Wait for CDI to show a trend before initiating
a correction

4, Procedure Turn Outbound
a. Performance Requirements
(1) Turn to heading of 228°

(2) Time for 40 sec (adjust time for winds). Time for
40 sec with calm winds

(3) Maintain 2000 ft altitude
(4) 90 knots airspeed

b. Common Errors

(1) Not adjusting time for winds (or incorrect timing)
(2) Trying to establish a track
5. Procedure Turn Inbound

‘Q a. Performance Requirements
|

(1) Standard rate of turn
(2) Roll out on inbound localizer course
(3) Maintain 2000 ft altitude
(4) Normal cruise airspeed (90 K)
b. Common Errors
! (1) Non-standard rate of turn
(2) Failure to roll out on course
| (3) Altitude loss in the turn (below 2000 ft)

i . 6. Localizer Tracking Inbound

a. Performance Requirements
1o 105




b.

(1) Track a course to the station. Making heading correc-
tions 5 at a time when an off-course trend is shown
(CDI on the edge of the doughnut)

(2) Maintain 2000 feet until glideslope interception

(3) 90 knots airspeed

Common Errors

(1) Improper tracking procedure

(2) Going below assigned altitude

7. Glideslope Interception Inbound

a.

b.

Performance Requirements

(1) Make immediate corrections to stay on glideslope/
localizer

(2) sStart timing upon NDB passage (for backup)

(3) Stay on the glideslope until the altimeter reads
DH (418 ft), then pull power in for missed approach
climb

(4) 90 knots airspeed

Common Errors

(1) Using middle marker for 'a MAP

(2) Going below the glideslope

8. Missed Approach

Performance Requirements

(1) Apply sufficient power to establish climb

(2) Note the time

(3) Climb straight ahead to 620, then climbing right turn
to 2000 via 180° heading and MGM VORTAC R-226 to
Aloon Int and hold

(4) MGM VORTAC tuned 112.1, OBS set to 226

(5) Radio call to Montgomery Approach Control (missed approach)
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b. Common Errors

(1) Insufficient power application
(2) Loss of airspeed

(3) Failure to comply with published missed approach
procedure ((3) above)

D, Initial Conditions

1. A/C 2 miles southeast of Montgomery Locator Outer Marker

2., Heading 318O

3. Airspeed 90 knots

4, Altitude 2000 feet

5. ADF tuned to MARRA, frequency 245

6. Marker beacon receiver ON

7. UHF to Montgomery Approach Control, frequency 322.,5

8. VOR/ILS receiver tuned to ILS, frequency 109.9

9. Winds calm
E. Start-Stop Logic and Measures

Table 7 shows the specific start-stop logic and measures
applicable during each segment of the maneuver. Refer to Tables II-1
and II-2 and associated text for detailed explanation of the measures
start-stop logic codes. The word "ALL" in the first column of the

table means that the measure is applicable across each measurement segment
of the maneuver segment.

F. Fatal Errors

Fatal errors which will cause termination of performance measure-
ment are shown in Table 8.
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Table 7

ILS APPROACH MANEUVER

START-STOP LOGIC AND MEASURES APPLICABLE TO EACH SEGMENT OF THE

MANEUVER/ SEGMENT e | start | stor MEASURE }":"“ .
Segment 1, Initial Tracking to
Beacon All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
All Altitude (ALT) 5 2000 Pt
1 Start | ACF-1 NDB Tracking (NBT) 12 318°
2 cPs CCL-JLS | NDB Course Deviation
093 (NCD) 13 0 Naut. Mi.
3 cPs RTR
Segment 2, Inbound Intercept
Outbound Course All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
All Minimum Alcitude (MAT) 6 6000 Ft
4 cPS SL Average Turn Rate (ATR) 4 3°/Sec
5 cPs ACB-.1
cPs HDA-273°
Segment 3, Tracking Outbound All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
All Minimum Altitude (MAT) 6 2000 Ft
7 cPs Localizer Tracking (LzT) 18 0°
7 LTR Time (TME) 1 120 Sec
cPs sL
Segment 4, Procedure Turn Outbound All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 0°
9 cPs Minisum Altitude (MAT) 6 2000 Pt
9 Heading on Rollout (HOR)| 9 228°
9 Heading Tracking (HDT) | 10 ™
9 RTR Time (TME) 1 40 Sec
|Segment 5, Procedure Turn Inbound ALl Atrspeed (AS) 1 90 EKnots
AL Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
All Minimm Altitude (MAT) 6 2000 Tt
10 sL Average Turn Rate (ATR) | S 3%/8ec




-cont inued-
Table 7
MANEUVER/SEGMENT E‘”sm“m' START | STOP MEASURE xmwu.u ”::g:"
Segment 6, Tracking Inbound All Airspeed (AS) 1 90 Knots
A1l Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 0°
12 cPs Minimum Altitude (MAT) 6 2000 Ft
12 ca.-snl Localizer Tracking o
003 (L21) 18 0
Segment 7, Glideslope Inbound All Airspeed (AS) 90 Knots
All Trim (TR) 0 Ball Width
A1l Bank Angle (BA) o°
All . Minimm Altitude (MAT) 418 Pt
All Time (TME) n 204 Sec
13 CcPS TIM-10 Localizer Tracking %
(Lz1) 18 0
14 CPS Localizer Tracking &
(LzT) 18 0
14 ALTB-600 | Glideslope Tracking o
(GST) 19 0
15 cPs TPC
|Segment 8, Missed Approach All Airspeed (AS) 1 90 Knots
‘A1l Trim (TR) 2 0 Ball Width
ALl Bank Angle (BA) 3 0°
All | Minimum Altitude (MAT) 6 418 P
16 cPs on
17 crs TIN-10
18 cps ALTA-1000 | Rate of Climb (RC) 8 500 FPM
19 crs Rate of Climb (RC) 8 500 FPM
19 Heading on Rollout 9 180°
19 VOR Tuning (VIN)- 20 112.1
19 ALTA-1600 | OMNI Bearing Setting i
(o8s) 21 226
109
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LOCALIZER BACKCOURSE APPROACH
A, General Description

The localizer backcourse approach problem requires the aviator to
execute the backcourse localizer approach to Runway 13 of Dothan Airport.

The aviator must fly to intercept the backcourse, turn and track
the localizer course, receive a radar fix at Arcus Intersection, begin the
descent to the Minimum Descent Altitude (MDS) and time for the Missed
Approach Point (MAP), level off at the MDS, and initiate the missed approach
procedure wher he MAP is reached.

B. Discussion

The performance requirements for the localizer backcourse approach
are standard. There are not special performance requirements that are
idiosyncratic to IERW training or the performance measurement system,
C. Maneuver Segmentation (See Figure 5)

1. Interception of the Localizer Course

a, Performance Requirements

(o]
(1) Maintain heading to localizer course (150 )

(2) Maintain altitude at 2000 ft

(3) 90 knots airspeed (all segments)

(4) Set OBS to missed approach course (0190)

* (5) Turn to inbound heading (1330) at interception

b. Common Errors 1

(1) Failure to intercept i

b | (2) OBS not set for missed approach
2, Tracking Inbound to Fix
a, Performance Requirements
(1) Track localizer course

! (2) Maintain altitude

o
(3) Make 5 heading changes when off-course trend is
shown - CDI on edge of doughnut
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3.

4.

b.

Common Errors

(1) Turning toward instead of away from CDI direction of
deflection

(2) Altitude errors

Intersection Inbound

a.

b.

Performance Requirements

(1)
(2)
(3)
(4)

Establish 500 fpm descent

Start timing for the MAP (200 sec)

Maintain course

Maintain MDA (740 ft) when reached

Common Errors

(1) Turning toward instead of away from CDI direction of
deflection

Missed Approach

a.

b.

Performance Requirements

(1)
(2)
(3)
(4)
(5)

Initiate climb

Report missed approach

Establish 500 fpm climb

o
Turn left to intercept 019 instead of Dothan VORTAC

Perform 4 Ts

(a)
(b)
(c)
(d)

Note time at MAP (beginning of segment)
Tune CAIRNS approach
Turn already initiated

Report missed approach - request further instructions

Common Errors

(1) Failure to apply sufficient power

(2) Loss of airspeed due to pitch

(3) Failure to comply with published procedures

(4) Perform 4 Ts out of sequence




D. Initial Conditions

1. A/C 10 NM northeast of Dothan Airport

2. Heading 150°

3. Altitude 2000 feet

4, Airspeed 90 knots

5. VOR tuned to Dothan ILS (108.3)

6. UHF receiver tuned to CAIRNS Approach Control (254.4)

o

7. OBS set to 019

8. Winds calm
E. Start-Stop Logic and Measures

Table 9 shows the specific start-stop logic and measures
applicable during each segment of the maneuver, Refer to Tables II-1 and
II-2 and associated text for detailed explanation of the measures start-stop
logic codes. The word "ALL" in the first column of the table means
that the measure is applicable across each measurement segment of the maneuver
segment.

F. Fatal Errors

Fatal errors which will cause termination of performance measurement
are shown in Table 10.

HOLDING AT INTERSECTION
A, General Description

The holding at intersection advanced instrument problem requires
the aviator to maintain a standard right turn holding pattern at the
intersection of the 112° radial of the Tuskegee VORTAC and the 053 course
to the FENIX nondirectional radio beacon (NDB). This fix is named the
SEALI intersection. The inbound holding course is 0539,

In general, the problem requires the student to fly to the fix, report
his arrival at the fix, enter the holding pattern on the outbound leg, turn
onto the inbound leg, cross the fix and subsequently make three complete
holding circuits, after which the problem is terminated.

B. Discussion
The performance requirements for holding at intersection are

standard. There are no performance requirements that are idiosyncratic
to the procedures taught during IERW of the performance measurement system,
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Table 9

START-STOP LOGIC AND MEASURES APPLICABLE TO EACH SEGMENT OF THE
LOCALIZER BACKCOURSE APPROACH MANEUVER

MANEUVER/ SEGMENT e | starr | stor MEASURE Fm'gm oo
m:‘l, Intercept Localizer All Atrspeed (AS) 1 90 Knots
All Trim (TR) 2 C Ball Width
A1l Bank Angle (BA) 3 o°
All Altitude (ALT) 5 2000 Ft
1 Start OMNI Bearing Setting >
(0BS) 21 019
1 TIN-60 Heading Tracking (HDT) | 10 150°
2 cPs HDA-133°
t 2, Tracking Inbound
to Pix All Alrspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
ALl Bank Angle (BA) 3 o°
3 cPs Minimm Altitude (MAT) 6 2000 Pt
3 RRF Localizer Tracking (LZT] 18 o°
t, 3, Pix Inbound All Adrspeed (AS) 1 90 Knots
A1l Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 0°
All Time (TME) 1 200 Sec
All Minimum Altitude (MAT) 6 740 P
4 cPs Radio Call Transmitted Mike Switch
: (xCT) 22 Closed
4 pES Localizer Tracking (LZT)Y 18 o°
5 CPs Radio Call Transmitted Mike Switch
5 (RCT) 22 Closed
s TDN10 | Localizer Tracking (LzT) 18 '
6 crs Localizer Tracking (LZT) 18 o°
6 un-moﬂ Rate of Descent (RD) 7 500 ¥PM
7 crs TPC
4, Missed Approach All Afrepeed (AS) 1 90 EKnots
All Tria (TR) 2 0 Ball Wideh
A1l Bank Angle (BA) 3 o°
ALl Minimm Altitude (MAT) 6 740 re
ALl Radio Call Transmitted Mike Switch
(RCT) 22 Closed
s crs oo
9 crs 1%
i 10 crs Rate of Climb (RC) (] 500 FPu
10 ma-19° Average Turn Rate (ATR) [ 4 3°/8ec
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C. Maneuver Segmentation (see Figure 6)
1. 1Initial Track to Holding Fix
a. Performance Requirements

(1) Track course to intersection (set OBS to 1120)

(2) Maintain 4000 ft altitude (all segments)
(3) 90 knots airspeed (all segments)
. (4) Cross fix
b. Common Errors
(1) Altitude errors due to poor instrument cross check
(2) Drift off course

2. Entry Right Turn to Outbound Course

a. Performance Requirements
| (1) Make standard rate turn

(2) Roll out on heading parallel to holding course

§ b. Common Errors
! (1) Non-standard rate turn

—_—

(2) Turn wrong direction f ]
3. Entry Outbound Course
| a. Performance Requirements
;? | (1) Fly for 1 min
!
I

(2) Apply appropriate heading correction for known wind
effects

b. Common Errors
(1) Outbound leg exceeds 1 min
4, Entry Right Turn to Inbound Course
% a. Performance Requirements
(1) Make standard rate right turn

(2) Roll out on heading to intercept inbound course
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TUSKEGEE
VOR ENTRY
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TUSKEGEE
VOR HOLD (3 CIRCUITS)
2

Figure 6

Schematic Representation of Holding at Intersection (SEALI)
(Maneuver Segments are Shown by Dashed Line. See Text for
Segment Names.)
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b. Common Errors
(1) Non-standard rate turn

(2) Failure to roll out on heading to intercept inbound
course

Entry Inbound Course
a. Performance Requirements

(1) Intercept and fly inbound course to fix

(2) Determine inbound time

(3) Apply heading correction for wind to maintain course
b. Common Errors

(1) Failure to make heading correction for wind to
maintain course

Right Turn to Outbound Course
a. Performance Requirements
(1) Make standard rate right turn
(2) Roll out on wind corrected heading
b. Common Errors
(1) Non-standard rate turn
Outbound Course
a. Performance Requirements
(1) Maintain wind corrected heading
(2) Adjust outbound time to result in 1 min inbound time
b. Common Errors
(1) Outbound time not correct for 1 min inbound time
Right Turn to Inbound Course
a. Performance Requirements
(1) Make standard rate right turn

(2) Roll out on inbound course
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9.

b. Common Errors
(1) Non-standard rate turn

(2) Roll out not on inbound course

Inbound Course
a. Performance Requirements
(1) Fly inbound course to fix

(2) Apply wind correction to heading
(3) Time inbound leg

b. Common Errors

(1) Failure to make appropriate wind correction

NOTE: Performance requirements and common errors for segments 6-9

are the same respectively for segments 10-13 and 14-17 which
are two additional circuits of the holding pattern.

D. Initial Conditions

1.
2.

3.

9.

A/C on 112° radial of Tuskegee VORTAC

2 nautical miles from the SEALI intersection

Heading 112°

Airspeed 90 knots

Altitude 4000 feet (holding altitude)

ADF receiver tuned to FENIX 355

VOR receiver tuned to Tuskegee VORTAC (117.3)
OMNI Bearing Selector (OBS) set to 112o

Winds 142°/15 knots

E. Start-Stop Logic and Measures

Table 11 shows the specific start-stop logic and measures
applicable during each segment of the maneuver. Refer to Tables II-1 and
II1-2 and associated text for detailed explanations of the measures start-
stop logic codes. The word "ALL" in the first column of the table

means that the measure is applicable across each measurement segment of
the maneuver segment,
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Table 11

START-STOP LOGIC AMD MEASURES APPLICABLE TO EACH SEGMENT OF THE
HOLDING AT INTERSECTION MANEUVER

MANEUVER/SEGMENT 'msm‘m’ START [ sTOP MEASURE m.o. "::."
Segment 1, Initial Tracking to Fix All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
ALl Altitude (ALT) s 4000 Fe
1 Start VOR Tracking (VRT) 15 112°
2 oous.;pl a-(xmn;uu. T 21 12°
2 cPs TR
r“.-“ 2, Eutry Right Turn
Cutbound All Airspeed (AS) 1 90 Knots
AlL Tris (TR) 2 0 Ball Width
All Bank Angle (BA) 3 o°
ALl Altitude (ALT) s 4000 ¥
3 crs sL Average Turn Rate (ATR)| 4 3°/8ec
Segment 3, Entry Track Outbound All Airspeed (AS) 1 90 Knots
ALl Trim (TR) 2 0 Ball Wideh
AL Bank Angle (BA) 3 0°
4 crs m Altitude (ALT) 5 4000 Fe
Segment 4, Emtry Right Tura All Airspesd (AS) 1 90 Kaots
Iabound
All Trim (TR) 2 0 Ball Width
A Bank Angle (BA) 3 o°
s crs sL Altitude (ALT) s 4000 Ft
s Average Turn Rate (ATR)| & 3°/Sec
Segneat S, Batry Track Inbound An Airepesd (AS) 1 90 Knots
an Trim (TR) 2 0 Ball Width
An Bank Angle (BA) 3 0°
All Altitude (ALT) H 4000 Pt
(-]
3 crs e&;xu WDB Tracking (WST) 12 053
7 crs m
Segnent 6, Right Turs Outbownd-1 au Atrepesd (AS) 1 90 Enots
an Tria (TR) 2 0 Ball Wideh
a Benk Asgle (BA) 3 o°
s s Aleicude (ALT) s 4000 P
s s Average Tura Rate unJL-: 3°/8ec
5.5. | Soldisg phttern 1s repested thres ﬁ-n 6-16
7, Track Outbound-1 A Alrspesd (AS) 1 90 Ksots
a Tria (TR) 2 0 Ball Wigeh
au Sesk Asgle (B4) 3 o°
’ s Alticude (ALT) s 4000 P
° Besding 0a Bollowt 9 21y°
L ] m Beading Tracking (BT) | 10 From sbove
! ~2ené taaed- g
n




-continued-
Table 11
MANEUVER/SEGMENT "‘:’:.?’ stanr | srop MEASURE g ":‘u‘;"’
[Segment 8, Right Turn Inbound-1 All Airspeed (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
ALl Bank Angle (BA) 3 0°
10 crs Alticude (ALT) s [ 4000 Pe
10 SL Average Turn Rate (ATR)| & 3°/Sec
[Segment 9, Track Inbound-1 AlL Alrepesd (AS) 1 90 Kaots
All Trim (TR) 2 0 Ball Width
Al Bank Angle (BA) 3 0°
11 crs Altitude (ALT) 4 4000 Ft
1 Time (TME) 1 60 Sec
1 L~ MDB Tracking (WBT) 12 053°
12
t 10, Right Turn Outbound-2 AL Adrspeed (AS) 1 90 Knots
ALl Trim (TR) 2 0 Ball Width
A1l Bank Angle (BA) 3 o’
12 crs Alticude (ALT) S 4000 Pt
12 - (s Average Turm Rate (ATR) [ & 3°%/Sec
11, Track Outbound-2 All Alrspesd (AS) 1 90 Knots
All Trim (TR) 2 0 Ball Width
ALl Bank Asgle (BA) 3 o°
13 crs Altitude (ALT) s 4000 Fe
13- Heading ou Rollout (BOR) 9 213°
13 TR Beading Tracking (HDT) | 10 PFrom above
t 12, Right Turn Inbound-2 All Airepeed (AS) o1 90 Knots
A1 Trim (TR) 2 0 Ball wideh
Al1 Bank Asgle (BA) 3 0°
14 crs Altitude (ALTY) s 4000 e
14 sL Average Tura Rate (ATR) | 4 1°%/8ec
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~-continued- §
Table 11 q
MRASURRMENT M DESIRED
‘ WYER/ thn— smoaper | START | STOP Wy »o. VALUE
Segment 13, Track Inbound-2 Al Adrspeed (AS) 1 90 Knots
. ALl Tria (TR) 2 0 Ball Width
All Bank Angle (BA) 3 0° i
14 cPs Alticude (ALT) s 4000 Pt !
14 Time (TME) n 60 Sec }
14 % ™ |m» Tracking (WsT) 12 053° ' i
r«-—: 14, Right Turn Outbound-3 ALl Afrspeed (AS) 1 90 Knots {
ALl Trim (TR) 2 0 Ball Wideh |
ALl Bank Angle (BA) 3 0° |
15 crs Altitude (ALT) 5 4000 Pt
15 sL Average Turn Rate (ATR) | & 3%/Sec ;
[sepment 15, Track Outbound-3 ALl Atrspeed (AS) 1 90 Knots |
ALl Trim (TR) 2 0 Ball Width
| ALl Bank Angle (BA) 3 o° !
b | 16 CPS Altitude (ALT) S 4000 Pe i
| 16 Heading on Rollout (BORY 9 23° 1
o 16 R Beading Tracking (HDT) | 10 From above '
:
| [Segment 16, Right Turn Inbound-3 ALl Airspeed (AS) 1 90 Enots i
L A1l Trim (TR) 2 0 Ball Width i
i ALl Bank Angle (BA) 3 0° !
17 crs Altitude (ALT) s 4000 Pt ;
17 SL Average Turn Rate (ATR) 4 3°/Sec ? i
[segment 17, Track Inbound-3 AlL Adrspeed (AS) 1 90 Knots ]
AL Trim (TR) 2 0 Ball Width i 4
ALl Benk Angle (BA) 3 o°
18 crs Altitude (ALT) ] 4000 Pt
18 Time (INE) 1u 60 Sec
18 CSLgW. WS Teackisg OBT) 12 053°
i
| 123
|
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F. Fatal errors which will cause termination of performance measure-
ment are shown in Table 12,
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